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mE HR S&S FA A 
BALLAST REGULATC 


FOR 


Kershaw’s Ballast Regulator, Scarifier and Plow — 
designed and proven on the job — brings you one 
machine for an amazing 14-job performance guaran- 
teed to cut costs on any railroad under any ballast 
conditions. |More than 100 American and foreign 
railroads have standardized on this machine for their 
maintenance gangs. Three models are available, the 
Heavy Duty, the Standard (above) and the Special. 


Use the Kershaw Ballast Regulator, Scarifier and 
Plow with out-of-face surfacing gangs, as a track patrol 
to scarify, deweed, regulate and shape ballast shoul- 
ders, or with surfacing gangs to regulate and distrib 
ute ballast after unloading ahead of surfacing gangs. 

Or, use the Kershaw Ballast Regulator with retim- 
bering gangs to plow and spread the ballast from the 
tie ends. 

After these jobs are completed, use the Kershaw 
Ballast Regulator to regulate and shape the ballast 
slope, thereby eliminating the entire regulating and 
dressing crew normally used in surfacing gangs. 














MANUFACTURING (CO. 


U.S.A. 


Proven By Ten Years Experience On The Job... . Now In Service On More Than 100 Reilroadt 






PERFORMANCE 


DOES THESE AND 
OTHER JOBS 


Distributes ballast in center of 
track 


Plows out excess ballast 


Transfers ballast from inside to 
outside of curves 


Regulates ballast on shoulder 
Scarifies foul ballast 


Plows ballast from tie ends, pro- 
viding drainage 


Reclaims ballast from toe line 


Deweeds and removes vegeta- 
tion from ballast 


Regulates and shapes center 
lane in double track 


Transfers ballast from shoulders 
to heads and centers 











Your special trackwork is in good hands here 


Need a scissors crossover? Double slip switch? Movable-point crossing? 
Put the problem in Bethlehem’s hands. We have the materials, the skills, 
and the experience to fabricate the most complicated trackwork and make 


4 it fit like a glove. 

) When we take on your job, we pre-assemble the whole unit on our lay- 

out floors. Then we match-mark every piece to make installation foolproof. 
Bethlehem special track cuts cost by eliminating field-cutting, curving, 

and drilling of rails. One of our engineers will be glad to discuss how 

special trackwork could solve some of your problems. You can reach him 

through the nearest Bethlehem office. 


for Strength 
... Economy 
... Versatility 


BETHLEHEM STEEL COMPANY, Bethlehem, Pa. 


Export Sales: Bethlehem Steel Export Corporation 


BETHLEHEM STEEL 
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With these highly important improvements, the Jackson Track Maintainer _ 
the J continues to be unequalled in versatility and its ability to put up and 
maintain the finest track at the lowest cost per mile . . . in any kind of — 


TR ACK ballast and lift of track. Let us give you the complete facts. 
MAINTAINER 1962 


MORE POWERFUL TAMPERS . . . FASTER PENETRATION 
FASTER WORKHEAD ACTION . . . FASTER INDEXING 


FULL ELECTRIC OPERATION WITH PUSH-BUTTON CONTROL 





IMPROVED SUSPENSION OF TAMPERS provides direct application of 


greatly increased vertical and horizontal vibratory forces plus workhead weight. 


POSITIVE MOTOR AND GENERATOR PROTECTION against short 


circuits, single-phasing and low voltage. 


FASTER, MORE POSITIVE BRAKING 


As always, direct sales, leases 
and service to all U.S. railroads. 


VIBRATORS, :.<. 


LUDINGTON, MICHIGAN 
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Features 
How B&O gets new life from old ties... . 


J. A. Caywood tells why and how his road is re-treating for further 
use a large portion of the ties salvaged from abandoned tracks. 


Hydraulic jacks speed up track raising in yards ..................... 24 


New four-jack outfit enables the Milwaukee to anit more all 
on busy tracks and leads between switching movements. 


Centralize SP operations in five pre-engineered buildings _ . 


Three rigid-frame, one gable-roof and one flat-roof units house freight 
station, garage, car repair facility and offices at New Orleans. 


Effect of purchasing B&B material from local suppliers 


Relates how this practice influences prices, inventory, labor costs, 
pilferage, and delivery to the site of the work. 


Departments 
News notes 

Opinion 

News about people 
Biographical briefs 
News briefs in pictures 
Products 

What's the answer? 
TIME-SAVER reader service 
To the editor 

Supply trade news 


Association news 


@ Don't miss 


The timber lining in the C&O’s 3600-ft Pine Mountain tunnel appeared 
to be in need of renewal. Instead, however, it was subjected to a pro- 
gram of in-place treatment, at a fraction of the cost of replacement. 


in the December issue 
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You can trim maintenance costs o 
with this 4-point plan... 


It’s a fact. Gulf’s four-point program can help you 
shrink maintenance costs. Here’s what it includes: 
(1) the use of high quality lubricants and fuels 
throughout your system to keep equipment operating 
smoothly and continuously, (2) expert petroleum 
engineering counsel to help you select the types and 
grades of lubricants and fuels best suited to your 
equipment and operating conditions, (3) simplified 
lubrication to avoid unnecessary ordering, handling 
and storage of lubes, and (4) prompt delivery service 
when and where you need it. 


This sound program is based on experience. Fo 
years, Gulf has serviced the equipment of leadin 


earthmoving contractors. In fact, in our marketing 


territory we’ve serviced more earthmoving project 
than any other oil company. We’ve helped keep 
equipment on the job—in top running condition. 
And now, this experience can work for you in tht 
form of a carefully planned program that will insut 
efficient, dependable performance of your off-trad 
equipment. Gulf’s four-point plan can be the keyt 
increasing the effectiveness of your maintenané 

















off-track equipment 
GULF MAKES THINGS RUN BETTER! 


program. It will also help lower your operating costs. 
Why not see for yourself how Gulf makes things 

tun better! Just turn your fuel and lubrication prob- 

lems over to a Gulf Sales Engi- 

neer. Contact him at your 

nearest Gulf office, or send for 

your copy of the 88-page Gulf 

Contractors’ Guide, which 

provides helpful maintenance 

information on all types of 

earthmoving equipment. 


GULF OIL CORPORATION 
Dept. DM, Gulf Building 
Houston 2, Texas 


Please send me a copy of the Gulf Contractors’ Guide 
Name_ 

Title 

Company___ SS 


Address____ 





Cy. a hone... Fates... 


—-----------------! 
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are only two . 
reasons why 4 
FAIR a 4 
is the 
world’s 
largest 
selling 

rail anchor 
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® 
Ow e- Feiss. MEANS FASTER, EASIER INSTALLATION 


Once you see the heavy-duty, one-piece construction 

of FAIR rail anchors, you’ll know why installation is 

fast and easy — manually or by machine. The T-POWER 

less ol condition. striking-face makes fast application sure and easy. The 
STRIKING ACE pro- exclusive overdrive-stop assures a perfect grip every time. 


ides a petfect tar- Result: Faster application—Greater Protection—Lower Costs. 
9% for fash, accu- 


rate\gpplicatign by There are many more reasons why FAIR is the world’s largest 
men bt machines. y . ° ° 
selling rail anchor. Ask one of our men to give you the T-PoweErful 
story or write for a complete bulletin. THE 
CHICAGO + NEW YORK « 
_, ST. PAUL » WASHINGTON « SAN FRANCISCO « MEXICO 
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NEWS NOTES 


. . . @ résumé of current events throughout the railroad world 


The public-hearing phase of the inquiry into the dispute over “featherbedding” 
rules has been concluded by the Presidential Commission. The hearings have ex- 
tended over a period of eight months. The Commission’s report is due December 1, 
but the labor-management agreement provides for a 90-day extension, presumably 
for mediation, if requested by a majority of the 15-member commission. The recom- 
mendations of the Commission, if mediation fails, will not be binding but both 
management and unions have agreed that proceedings of the Commission shall be 
considered and accepted in lieu of emergency-board procedures. 














Any provision in a Teamster contract calling for a $5-per-trailer penalty from 
truck lines using rail piggyback service will be voided under a measure recently 
adopted by the Texas legislature. Illinois also outlaws such agreements. 








Net income of Class | railroads in August was $60 million, which is 
August 1960 figure of $30 million. Estimated net income for the first 
was $140 million, compared with 1960's $278 million. Thirty-two Class | 
failed to earn their fixed charges during this year's first eight 
return for all Class | roads during the 12 months ended with August was 1.6 











Gross capital expenditures of Class | line-haul railroads in 1961 are now expected 
to total about $650 million, down nearly 30 per cent from 1960's $91 
Latest reports to the ICC also indicate that this year’s $650 million will include 
about $401 million for equipment and $249 million for 
with $634 million and $286 million, respectively, for 1 
facilities has been stepped up in this year’s second half. 
the July-December total in this category will be $150.3 million, 
less than the $156.7 million spent in the last half of 1960. 














The crossing accidents probe launched by the ICC 
broadened by the Commission to include all collisions 








products and similar dangerous liquids. The broadening 
investigation, which is No. 33440, from the No. 3666 ing 


of explosives and other dangerous articles by private carriers. 


Public hearings were opened October 10 at St. Paul, Minn., by ICC Examiner 
Robert H. Murphy on the proposed GN-NP merger. The first witness was NP 
President Robert S. MacFarlane who testified that this unification is more essential 
than ever to eliminate “wasteful duplication of services,” to provide a more efficient 
over-all transportation service and to meet intensified external competition. 








Also on October 10, ICC Examiner John J. Bradford began public hearings in 
Washington, D.C., on the N&W’‘s proposal to merge with the Nickel Plate, lease 
the Wabash and purchase Pennsylvania’s 111-mile line between Columbus, Ohio, 
and Sandusky. N&W’s President Stuart T. Saunders advanced six reasons why he 
thinks the merger-lease-purchase would promote public interest. NKP’s President 
F. S. Hales and Wabash’s President Herman H. Pevier also testified that the unifica- 
tion of these properties would provide better service to the shipping public. 
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Anonymous answers 


In our “What’s the Answer?” col- 
umns we occasionally publish an 
answer without showing the auth- 
or’s name or railroad. We attribute 
authorship to “Division Engineer,” 
“Supervisor of Track,” or “Chief 
Carpenter,” or whatever title may 
be held by the respondent. We 
have been asked why we do this 
and who these authors are. 

The purpose of these question- 
and-answer columns is to induce a 
frank discussion of subjects which 
are of common concern. To stimu- 
late such discussions we endeavor 
to ask questions—some of which are 
of a controversial nature. 

It is not surprising that occasion- 
ally a respondent may have ideas 
on a matter that may not be in 
accordance with the practices of 
his railroad. He may feel that his 
viewpoint is worth stating but he 
doesn’t want to run the risk of 
incurring the displeasure of his su- 
periors. This is a human and under- 
standable attitude. 

That is why, when a respondent 
submits an answer and _ requests 
anonymity, we respect his wishes 
and confidence. The best thing to 
do in such circumstances is to omit 
the respondent’s name, railroad 
connection and location, and mere- 
ly show his title. 

Whether or not we know that 
his management is open-minded 
enough to accept constructive criti- 
cism so that the respondent’s fears 
are groundless is not the point. The 
communication is submitted to us 
with a request for anonymity, and 
we are glad to comply. 

However, if it is evident to us 
that a contributor is trying to use 
our pages for a personal vendetta, 
his answer is not printed. 
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OPINION 


Reducing guesswork 
in use of salvaged ties 


In recent years the railroads as a whole have stepped up the pract 
of re-using ties salvaged from abandoned trackage. Of 34 railroads recen 
queried on this subject all but two said they were following the pract 
of inserting secondhand ties in existing trackage, primarily branch lif 
sidings, yard tracks and back tracks. Some, however, are putting the 
ties in main tracks. 


In practically all cases it was apparent that the railroads are justif 
the use of secondhand ties on the basis that they will have a cert 
minimum number of years of service life. In a few cases this was stat 
to be 4 or 5 years. On most roads the range was between 8 and 10 ye 
although in a few cases the minimum service life demanded of a seco 
hand tie was 15 years or more. Apparently the criterion for justifying 
use of salvaged ties is that the cost of handling and inserting the 
when spread over the expected remaining service life, will not exceed 
annual cost of a new tie. 


Use of this criterion implies existence of the ability to predict wit 
reasonable limits how much longer a tie can be expected to remain 
a serviceable condition. But there is a serious question regarding whet 
this ability exists. How often will two foremen, or two tie inspec 
for that matter, agree on the probable service life of a given tie, 
cially if their inspections are made independently. More often than oth 
wise their predictions are apt to be years apart. 


In commenting on this subject recently a chief engineer expressed a 
siderable doubt that even the most expert wood technologist could mi 
an intelligent estimate of the remaining life in a secondhand tie. Yet 
railroads of the United States are using literally millions of such ties 
the basis of estimates of their remaining service life. 


Among the railroads that are making large-scale use of salvaged 
is the Baltimore & Ohio. In an article beginning on page 21 of this iss 
the B&O’s chief engineer, J. A. Caywood, outlines the reasoning behif 
a program to reclaim and re-treat millions of such ties in the next ten yeat 


One of the more significant aspects of the B&O’s practices is the fa 
that the system used to select the ties to be reclaimed for further 
is such as to preclude the need for trying to decide the remainit 
service life in each tie. In place of more or less abstract judgment # 
road uses a set of “negative” specifications embodying eight rules cove 
ing defects that will disqualify a tie from further use. As Mr. Caywoo 
puts it, this system is “based on the premise that it is easier to selet 
ties that should not be reclaimed as opposed to those meeting minimu 
acceptable requirements.” 


The secondhand ties being used by the railroads are being reclaimé 
and reinstalled in track at considerable cost. Every effort should be mat 
to assure that this money is being wisely spent. Any method that 
eliminate guesswork in selecting the ties is a step in the right directi0 
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rail welding 


Several railroads report LINDE’s “Ribbon- 
rail” Service has slashed their rail welding 
costs more than 40%... 


Since no two company accounting systems 
are alike, it will pay you to turn your rail 
welding problems over to an experienced 
| Oxweld Railroad Department representative 
) for expert cost analysis. He can suggest one 
of two different money-saving approaches... 
without tying up a penny of your capital: 


When you LEASE, you provide the rail, site, 
utilities and crew. LINDE provides the rest. 
Equipment is completely portable; easily in- 
stalled on your railroad cars, or in your 
buildings. 


When you CONTRACT, your rail is welded 
near the rolling mill at one of LINDE’s 
modern rail welding plants. You get a steady 
stream of pre-welded rail in the lengths you 
need, when you need them, at a predeter- 
mined cost-per-weld. 


Either way, “Ribbonrail” Service assures you 
the most economical way to buy the finest 
continuous welded rail made. For more than 








How much does 


really cost you? 





20 years, railroads all over the USA have 
been cutting costs with “Ribbonrail” con- 
tinuous welded rail. Many of these same rail- 
roads have also looked to Linde for their 
welding and cutting needs for half a century. 
Isn’t it time that you do, too? 


For full information, call your local LINDE 
representative. Or write Oxweld Railroad 
Department, Linde Company, Division of 
Union Carbide Corporation, 270 Park 
Avenue, New York 17, N. Y., 230 N. Michigan 
Avenue, Chicago 1, Illinois. In Canada: 
Union Carbide Canada Limited, Linde Gases 
Division, Toronto 12. 


OXWELD RAILROAD DEPARTMENT 


LINDE UNION 
COMPANY CARBIDE 


LINDE, OXWELD, and UNION CARBIDE are regis- 
tered trade marks and “Ribbonrail” is a service 
mark of Union Carbide Corporation. 
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C. Russell Riley 
Baltimore & Ohio 


Henry Seitz 
Baltimore & Ohio 


BALTIMORE & OHIO—C. Russell Riley, gen- 
eral manager, Eastern region, at Baltimore, 
Md., and formerly chief engineer, has been 
promoted to special assistant to vice presi- 
dent operation and maintenance there. 
Henry Seitz, structural engineer at Balti- 
more, has been promoted to engineer of 
structures there, succeeding Abram Clark 
who retired on September 30 after 38 
years of service. 

In addition, the following changes have 
occurred recently: 

John T. Hoelzer, engineer maintenance 
of way at Pittsburgh, Pa., to regional 
engineer, construction and maintenance. 
there; Benjamin J. Johnson, engineer 
maintenance of way at Cincinnati, Ohio, 
to regional engineer, construction and 
maintenance, there; Frank J. Fico, senior 
engineer at Baltimore, to assistant regional 
engineer, construction and maintenance, at 
Baltimore; Milton §. Norris, regional en- 
gineer at Pittsburgh, to assistant regional 
engineer there; J. Edward Graham, re- 
gional engineer at Cincinnati, to assistant 
regional engineer there; and Robert E. 
Enderle, division engineer at Akron, Ohio, 
to assistant superintendent of the Balti- 
more division. 


CENTRAL OF GEORGIA—J. W. Lee has been 
appointed process superintendent-track at 
Macon, Ga., succeeding J. C. Waldrop 
whose promotion to division engineer at 
Columbus, Ga., was announced in the 
October issue. 


FRISCO—G. C. Payne, assistant division en- 
gineer at Amory, Miss., has been promoted 
to division engineer at Enid, Okla. 
LOUISVILLE & NASHVILLE—Irl Riggin, as- 
sistant engineer at Louisville, Ky., has 
been promoted to assistant division engi- 
neer at Evansville, Ind., succeeding E. R. 
Englert who has been promoted to cost 
control engineer at Louisville. Mr. Riggin 
is succeeded by J. D. Hadley, assistant 
division engineer at Louisville. 

Howard C. Forman, assistant vice presi- 
dent-operations at Birmingham, Ala., and 
formerly chief engineer, has been pro- 
moted to assistant to the president, with 
headquarters at Louisville, Ky. 
MILWAUKEE—P. C. White, assistant engi- 
neer at Deer Lodge, Mont., has been pro- 
moted to assistant division engineer at 
Savanna, IIl. 
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Albert L. Becker 
Missouri Pacific 


Richard N. Wagnon 
Missouri-Kansas-Texas 


PENNSYLVANIA—C. D. Barefoot, assistant 
supervisor track at Pittsburgh, Pa., has 
been promoted to supervisor track at 
Logansport, Ind., succeeding E. F. Schroed- 
er who has been transferred to Urbana, 
Ohio. Mr. Schroeder succeeds J. C. Huns- 
berger who has been transferred to 
Downingtown, Pa. R. S. Bischoff, junior 
engineer track, has been promoted to as- 
sistant supervisor track at Cresson, Ohio, 
succeeding E. E. Robertson who has been 
promoted to supervisor track at Marion, 
Ind. Mr. Robertson succeeds R. Lb. Stuart 
who has been transferred to Greenville, 
Ill., succeeding B. A. Maclean who has 
been transferred to Lancaster, Pa. G. K. 
Tobey, junior engineer track at Pittsburgh, 
has been promoted to assistant supervisor 
track there. 


ROCK ISLAND—R. D. Simcoke, track super- 
visor at Eldon, Iowa, has been promoted 
to roadmaster at Cedar Rapids, Iowa, 
succeeding O. E. Patten who has been 
transferred to Fairbury, Neb. Mr. Patten 
succeeds F. E. Lomg who has been trans- 
ferred to Trenton, Mo., succeeding Noble 
Hurt. Mr. Hurt has been transferred to 
Sayre, Okla., succeeding P. P. Poulton, 
resigned. 


SANTA FE—Leon V. Lienhard, division en- 
gineer at Newton, Kan., retired on Octo- 
ber 1 after 48 years of service. 


SEABOARD—B. R. Moore has been ap- 
pointed assistant engineer at Atlanta, Ga., 
succeeding W. E. Billingsley who has been 
transferred to Tampa, Fla. 


SOUTHERN—Walter F. Tolley, Jr., track 
supervisor at Meridian, Miss., has been 
promoted to assistant division engineer at 
New Orleans, La. Mr. Tolley is succeeded 
by Robert L. Andrews, track supervisor 
at Laurel, Miss., who in turn is succeeded 
by Garland D. Taylor. John H. Morris, 
assistant bridge and building supervisor 
at Greenville, S. C., has been promoted 
to bridge and building supervisor at 
Charleston, S. C. Carroll W. Sigmon, di- 
vision engineer at Asheville, N. C., retired 
recently after 47 years of service. Luther 
J. Ivester, assistant track supervisor at 
Charlotte, N. C., retired recently after 38 
years of service. 

SOUTHERN PACIFIC—Ralph E. Liggett has 
been appointed electronics engineer, with 
headquarters at West Oakland, Calif., 





NEWS ABOUT PEOPLE 


succeeding €. G. Kaehms who has retired 
after more than 38 years of service. Mr. 
Liggett will report to the engineer main- 
tenance of way and structures—system. 


Obituary 


Richard E. Dougherty, 81, retired vice 
president and assistant to the president 
of the New York Central and an engineer 
by training and experience, died on Sep- 
tember 29 at White Plains, N. Y., after 


a brief illness. Mr. Dougherty retired ia . 


1948 and had since been a consulting 
engineer with a New York firm. 


Biographical briefs 


Albert L. Becker, 66, who recently re- 
tired as engineer of structures of the 
Missouri Pacific at St. Louis, Mo. (RTS, 
June, p. 10), was born at Trieste, Austria, 
and received his higher education at the 
Imperial and Royal Nautical Academy 
in naval engineering. Mr. Becker com- 
menced his railroad career in 1917 as a 
draftsman for the Southern Pacific at 
Houston, Tex., leaving this position two 
years later to accept a similar position 
with the Gulf Pipe Line Company at 
Houston. He joined the Gulf Coast Lines, 
now part of the MP, in 1919 as a drafts- 
man at Houston, being promoted to as- 
sistant engineer there in 1925. Mr. Becker 
was further promoted to architect of the 
GCL at Houston two years later and ad- 
vanced to architect of the MP at St. Louis 
in 1936. He was promoted to engineer of 
structures of the MP in 1948. 





Richard N. Wagnon, 35, who was re- 
cently promoted to engineer of struc- 
tures on the Missouri-Kansas-Texas at 
Denison, Tex. (RT&S, July, p. 10), was 
born at Dallas, Tex., and received his 
higher education at Southern Methodist 
University. Mr. Wagnon entered the serv- 
ice of the Katy in 1950 as a chainman 
and rodman as part of his training under 
the cooperative program of SMU. He was 
promoted to engineering assistant in June 
1952 and to transitman five months later. 
Mr. Wagnon was further promoted to 
assistant office engineer in 1953, engineer- 
draftsman in 1954, transitman and _in- 
spector in 1955, assistant engineer-bridges 
in 1956 and assistant bridge engineer in 
1957. He was advanced to bridge engi- 
neer at Denison in 1958, the position he 
held at the time of his recent promotion 
to engineer of structures. 


LaRue S. Newman, 44, who was Ie- 
cently appointed assistant architect of the 
Frisco at Springfield, Mo. (RT&S, July, 
p. 10), was born at Stillwater, Okla., and 
received his higher education from Okla- 
homa Agricultural and Mechanical Col- 
lege. Mr. Newman entered the service of 
the Frisco in 1948 as senior architectural 

(Continued on page 47 ) 
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NEW PRODUCTS 


Want to learn more about stretching your 
weed killer dollar? Write today 
for complete information. 
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UREABOR® 31 -—New granular combination of 3 proven weed 
killers for dry application. Kills a greater variety of weeds, more 
effectively than any other herbicide on the market. One application keeps 
weeds down for a whole season. Effective control, plus low application 
rate and ease of application really stretch your weed killer dollar. 


UREABOR 62-New Hicu ConcenTRATION granular weed killer 
is chemically the same as UREABOR 31l—only double strength— 
especially designed for the large volume user. Stretches your weed killer 
dollar even more as you save on freight, handling and application costs. 


Only U.S. Borax offers the services of 23 experienced field men—who 
know your local weed, soil and weather conditions. They are 
available now to advise and show you how to get the most stretch 
from every dollar in your weed killer budget. 


From yards and switches to rights of way and bridges, U.S. Borax 
can recommend a choice of weed killer spreaders from hand operated 
PCB Spreaders to power driven equipment to give you the most 
economical herbicide application possible. This equipment is specifically 
developed to stretch your weed killer dollar by applying 

U.S. Borax weed killers most economically in every situation. 


USBORAX 


630 SHATTO PLACE, LOS ANGELES 5. CALIFORNIA 


‘eQak! 


‘Ser ae 


et 


t rd 
-- 
An Oe, & tee) 


; Md ” > aA 4 

A. _ * te Ae 
2 vt Gab? BF-:22 
ates". 








14 


W84 SERIES B HYDRAULIC SPIKE 
PULLER lets one man work both 
sides of both rails, pull 

15 to 20 spikes per 

minute. 
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UNDER RAIL DOZER, now available 
for Fairmont Tie Bed Scarifier, 
quickly loosens, moves com- 
pacted ballast from under rails. 


WS90 SERIES A TIE HANDLER does 


three jobs—r 


emoves, inserts 
and repositions 
ties. Two men 

operate it. 


W68 SERIES B TIE F 

one operator, provides 
stroke, automatically 1 
power for severe conditio 
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ONE A MINUTE...QUICK-DIGGING 
SCARIFIER MAKES UNIFORM TIE BEDS! 


FAIRMONT’S TIE BED SCARIFIER, W87 
Series B, not only helps tie-renew- 
al programs achieve top speed—it 
makes possible improved support 
for new ties, in any type of ballast! 
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sembly, propels the machine. . . even 
permits a deadhead speed of 25 
mph! Hydraulic power also operates 
the self-contained turntable for fast 
machine turn-around or set-off. 
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For speed, this machine with a 
single operator takes less than a 
minute to dig a 10-foot tie bed of 
uniform depth. Each bed is square 
with the rails, and extensions fit 
either end for easy tie insertion. For 
accurate control and smooth opera- 
tion, hydraulic power drives the dig- 
ging drums, raises the digging as- 


For firm tie support, the digging 
assembly may be accurately regu- 
lated for any predetermined, uni- 
form depth. This accuracy, in turn, 
helps assure uniform support for 
new ties after tamping. 

Each W87 you provide for your 
tie renewal gangs can pay for itself 
in time and labor savings the first 
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season! Call or write now for full 
information. 








Fairmont equipment 
is available on lease. 
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FAIRMONT RAILWAY MOTORS, INC., Fairmont, Minn. 
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Rugged, 
Durable, 
Economical 





Can Armco’s Ring Compression Method 
for Corrugated Structure Design 
Help You Cut Costs? 











Se cheats al Chances are good that it can. Here’s why. Armco Corrugated Structures, avail- 
bom at able in sizes up to 21-feet in diameter, are designed as compression rings, which 
Armco work with properly compacted earth to support even the heaviest loads. 
Because earth is scientifically put to work, less steel is required to provide 

a sturdy structure for large culverts, vehicular underpasses, small bridges and 

trestle replacements. These large-sized Armco structures retain all the estab- 

lished advantages of corrugated metal design. Installation can meet pressing 
deadlines and maintenance costs are low. 
See how Armco’s new ring compression method can meet your specific re- 


quirements. Write Armco Drainage & Metal Products, Inc., subsidiary of Armco Steel 
Corporation, 6841 Curtis Street, Middletown, Ohio. 





€ ? 
ARMCO Drainage & Metal Products 
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Let the RM AUTO- SPIK 


po youR ENTIRE spPiKE SETTING AND DRIVING JOB! 


t 


AUIO> SPiKER 








Je 
. sets spikes for driving—eliminating need for hand 
- setting spikes by feeding spikes to each of four guns. ny 
1g Automatic spike feed feature can be factory-installed ( : | 
on existing SpikeMasters. Write for Bulletin. % 7 
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PITTSBURGH 3O, PA. 
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Channeloc is 100% tie-bear- Thorough and even heat- Rail contact surface is act 
ingsurface. Channelociseasy ingwith generouscontactsur- treating of every Channeloc rately formed and ample.. 
to apply with sledge, maul face. Won’t disturb tie plates, is assured by uniform thick- keeps the Channeloc holdit 
becauseit doesn’t touchthem. ness of bar stock. tight for a long, long tim 


Double flange for wide strik- 


or machine — no skewing. 
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“GIVES CHANNELOC 
UNMATCHED 
GRIPPING POWER... 


Rugged double-flange support gives you greatest gripping power, 
from end to end. One powerful reason why Channeloc has become 
the fastest growing anchor in the business. Five other reasons are 
shown at left. True Temper will be glad to help you see that 
anchors are properly applied. Contact True Temper, Railway 
Appliance Division, 1623 Euclid Avenue, Cleveland 15, Ohio. 


Smoothly formed contours W@W RUE EN PF 
distribute stress over wide ® 


area. Plenty of reserve grip- 


ping power for reapplication. CHANNELOC RA/L ANCHOR 
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WOOLERY "SNOWEEDER’ 
DESTROYS WEEDS and 


MELTS SNOW FAST! 








Separate Blower engine keeps heat 


at constant intensity when 


speed is reduced for clearing ice and snow 


from yards and switches 


The model WB-2-F (illustrated) has automatic trans- 
mission with torque converter; constant blower 
speed regardless of rate of travel; an all steel cab 
with safety glass, two entirely separate brake sys- 
tems and a final drive with chains and sprockets 
located outside the wheels for easy adjustment. A 
separate 15-H.P. air-cooled engine is used to drive 
the blower. 





WOOLERY 


Other Woolery Burners include the Model COE 
which burns to a width of 25 feet using five burn- 
ers, the PB-B 3 burner portable and the AB single 
burner portable. 


Woolery also manufactures tie cutters, tie end removers, 
bolt tighteners, spike drivers, track tool transporters, mo- 
tor cars and joint oilers. Literature and specifications on 
request. 


ESTABLISHED 1917 @ 29th & COMO AVE., S.E. @ MINNEAPOLIS, MINN. 
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AT PLANT salvaged ties are inspected, then spike holes are filled with untreated plugs. Ties then enter the production line. 


How B&O gets new life from old ties 


By J. A. Caywood, Chief Engineer, Baltimore & Ohio 


This road has embarked on a program to re-treat 
for further use a large proportion of the millions of 
crossties it plans to salvage from abandoned tracks 
during the next 10 years. The objective is more than 
to make the used tie perform like a new tie; it must 
also look like one. Reason: To overcome a “psycho- 
logical block” on the part of the supervisor against 
the use of old-looking ties. 
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@ Over the past quarter century 
the Baltimore & Ohio has main- 
tained an average of 10,378 miles of 
track. The installation of CTC and 
abandonment of non-revenue pro- 
ducing lines will, over the next 10 
years, result in the elimination of 
2,000 to 2,500 miles of this track. In 
round figures, this means some 6,- 
000,000 to 7,500,000 crossties of vary- 
ing age will be available for such 
disposition as the company may 
choose to make. 


Production line sequence * 











1 Ties pass an elec- 
tronic metal detec- 
tor that locates broken 
spikes invisible to eye. 


A three-angle, 159. 
Ib water spray cleans 
the ties as they move 
on powered conveyor, 





At plant ties are inspected, plugged, ‘searched’ for broken 


To our knowledge, no information 
was, or is, available from experience 
on just what service life can be ex- 
pected from re-used crosstie. Ob- 
viously, considering their age and 
condition, many of our ties are sal- 
vageable and many others are, for 
our purposes, worthless. 

Because they can be corrected we 
ignored physical changes in the tie 
acquired in service, such as plate 
cuts, splitting, checking, spike holes, 
and ballast gouging. These changes 
certainly affect the looks of the ties 
but not necessarily their reusability. 


Life assumed same as new ties 


The assumption was made, per- 
haps optimistically, that, providing 
the wood is sound, the tie removed 
from track has the potential life of 
a new crosstie regardless of the age 
already acquired in service. No dif- 
ference should be expected in the 
anticipated life of properly pre- 
served, sound new wood and prop- 
erly preserved, sound old wood. It 
is reasonable to assume, however, 
that a sound treated tie removed 
from its original track location is 
analogous to a sound treated utility 
pole removed and reused in a dif- 
ferent location. The original life ex- 
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pectancy does not materialize in the 
displaced material. Taking a cue 
from this, we decided to retreat all 
sound ties recovered from track 
abandonment. We then went a step 
further and decided that, in addition 
to making the used tie perform like 
a new tie, we would make it look 
like one. Our brief experience in 
the way of refurbishing had con- 
vinced us that, in order to get not 
only proper use but, on occasions, 
any use at all, a psychological block 
on the part of the ultimate user had 
to be overcome. 

The used tie received by the road- 
master from the abandonment area 
appeared to him no better than the 
ties he was removing in normal 
maintenance work from his own 
track area. In spite of instructions 
and stipulations pertaining to their 
installation, it was obvious that many 
sound, re-usable ties were finding 
their way into the burning pile after 
having been loaded possibly hun- 
dreds of miles away, hauled to the 
re-use location and unloaded. This 
made expensive firewood and was 
defeating our purpose. The slight ad- 
ditional expense to which we now 
go in giving this tie a new-tie ap- 
pearance has been more than com- 
pensated for in their enthusiastic 


acceptance and total use on the B&O. 

Management gives its approval to 
proceed with the abandonment of a 
specified number of miles of track. 
Generally speaking, this will be in 
a double-track area, permitting reg- 
ular track equipment to be utilized 
in the demolishing work. A Power 
Jack raises the track slightly, loosen- 
ing the ties from the ballast. Bolt 
machines, spike pullers, etc., loosen 
and disconnect the rails, bars and 
plates. 


Use ‘negative’ specifications 


Following their removal, a spotter 
marks those ties unfit for reclaiming. 
This is done by applying a set of 
negative specifications, based on the 
premise that it is easier to select 
ties that could not be reclaimed as 
opposed to those meeting minimum 
acceptable requirements. The eight 
rules used as a guide are: (1) Rail 
seat rotten within, (2) other evi- 
dence of internal or external rot, (3) 
7-in tie—plate-cut over % in with 
very rough back, (4) 6-in tie—plate- 
cut over % in with very rough back, 
(5) split half way through rail seat, 
(6) centerbound break, (7) badly 
shattered, and (8) deep checks—one- 
half depth of tie. 
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This view of ties 
on tram shows how 
they look as they come 
from the production line. 


Variable-depth ad- 
zer cuts level seats 


for tie plates, eliminat- 


ing any prior plate cuts. 





spikes, washed, adzed 


Such ties are marked as unfit for 
reclaiming and are pulled from the 
roadbed for local disposal. A fork 
lift loads all remaining ties to open 
cars for shipment to the treating 
plant for reclamation. At present, 
this re-treating is being carried out 
by Koppers Company, Inc., Wood 
Preserving Division, at the Green 
Spring (Md.) plant of the Balti- 
more & Ohio. 

On receipt at the plant, the ties are 
sling unloaded by a stiff-leg derrick 
to a roller ramp. Trained person- 
nel give the ties a critical inspection 
for soundness and acceptability for 
re-use, marking unfit ties for kick- 
off. Untreated tie plugs are manually 
driven into spike holes. Moving on 
a powered conveyor, the ties pass 
a sensing device which detects bro- 
ken spikes invisible to the eye. These 
spikes are driven below the adze 
cut. A 150-lb-pressure, three-angle 
jet water spray thoroughly cleans the 
tie as it moves to the adzing and 
boring mill. An automatic variable 
depth adzer permits cutting a level 
seat for the tie plate with a mini- 
mum loss of wood, eliminating in 
the process any prior plate cuts and, 
also, leveling the previously driven 
tie plugs. Ties are trammed for treat- 
ing from the A & B outfeed. About 
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and bored, then treated 


eight per cent of the ties received 
at the treating plant are being 
dowelled. 


Method of treatment 


Our decision in respect to preserv- 
ative retention for the reclaimed 
ties is arbitrary since no assays have 
been run to determine preservative 
content of ties of known age re- 
moved from track. Several species of 
wood are represented and this con- 
sideration, coupled with the dispar- 
ity in tie age, suggested that we 
adopt a standard treating schedule 
for all charges in the belief that the 
newer ties would take less preserv- 
ative and the older would be more 
receptive. Our aim is an average 
retention of 4 lb of 70-30 creosote- 
coal tar solution per cubic foot of 
wood. We are obtaining slightly in 
excess of this on a 3-hour 20-min 
Rueping treatment cycle. Using ini- 
tial air pressure of 90 psi, a preserv- 
ative drop in temperature of 215 deg, 
an hour-and-a-half pressure period 
at 175 psi followed by an hour vac- 
uum gives us the retention desired 
with good penetration. 

Recovery percentages of ties re- 
moved from track will vary consid- 
erably with different locations, but 


our experiences, to date, suggest 
that of the total number of ties in 
abandoned track from 60 per cent 
to 65 per cent will be reclaimed by 
the aforementioned process and at 
least 70 per cent of these will return 
to use in high-speed heavy-tonnage 
track. Presently, 30 per cent of our 
ties from abandonment are being dis- 
posed of along the right of way. That 
leaves 70 per cent being returned to 
the treating plant where about 10 per 
cent are being rejected. We expect 
to reduce this to 5 per cent by a 
more rigid field inspection. The plant 
rejects have so far been disposed of 
by local people. With the saturation 
of this market, we expect to hog 
the remainder and use for fuel. 

This reclaiming program has its 
economic aspects. These will not be 
discussed here other than to state 
that our division engineers are more 
than pleased to get a tie which in 
appearance looks new, acts new 
when being installed, and, they be- 
lieve, will perform like new. This 
tie is charged out to them at $1.25; 
the cost is actually slightly below 
this figure. The same grade new tie 
is charged to them at $4.22. Add to 
each an installation cost of $1.90 
and arrive at whatever conclusion 
you wish. We like it. 
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MODEL RR400 has a separate reel for the hose to each jack. 
When moving the unit the jacks are carried on the car platform. 


FIRST STEP in using the hydraulic-jack unit to raise through a 


turnout is the digging of the jack holes. 


A practical way to accomplish more work between 
switching movements, when raising and surfacing busy 
yard tracks and leads, has been opened up by the 
development of a new multiple hydraulic-jack unit. 
Milwaukee trackmen, using this four-jack unit, report 
substantial savings through its use. A two-jack unit 
also has been developed for main-track use with a 
tamping jack for raising through turnouts. 





THE JACKS are placed in pairs, one on 
each side of the track, as shown here. 











Hydraulic jacks speed up track 


@ In hydraulic track jacks, the 
Milwaukee Road believes it has 
found an‘answer to a troublesome 
yard-maintenance problem. 

Switch leads require more resur- 
facing than most yard tracks. But 
they have so many switch engine and 
train movements over them that 
trackmen have but little track-occu- 
pancy time to do the necessary work. 
In general, on-track machines are not 
used for yard work to a great extent 
on the Milwaukee because it is felt 
they consume too much time in run- 
ning back and forth to get out of the 
way of switching operations in the 
yard. 

As a result, the leads must be 
raised by using hand jacks and hand 
tampers. But switching movements 
continue to hamper progress so that 
production is relatively small at the 
end of a day’s work. Frequently, the 
men no sooner get their hand jacks 
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in place and in a raised position, 
when they have to remove them to 
pass a train before any tamping can 
be done. By noon, the men are weary 
and work slows down. 

Likewise, but to a lesser extent, 
the raising and surfacing of yard 
tracks is a troublesome problem. 
Frequently, yardmasters cannot take 
a track out of service long enough 
to enable the track forces to com- 
plete their work. As a result, the 
track forces must frequently revise 
their work schedules suddenly to take 
advantage of the hours such tracks 
are free from service. On such occa- 
sions, the number of men in the gang 
may not be adequate for the work 
on hand. Or, if adequate, a sudden 
cessation of the surfacing operation 
for one reason or another will result 
in a loss of working time until the 
men involved can be moved to some 


other job. All of which adds to the 


cost of and time for doing the work. 

In discussing this problem, Mil- 
waukee’s principal assistant engineer, 
N. E. Smith, and terminal roadmas- 
ter, R. E. Palmer, decided that what 
was needed was a small track- 
mounted outfit which would employ 
hydraulic jacks for making a track 
raise quickly. With such jacks it 
would be possible to speed up the 
jacking operation, permitting more 
work to be done between switching 
movements. It was felt the unit 
should have enough power to raise 
through buried tracks, turnouts, rail- 
road and highway crossings, and car 
retarders. They took their ideas to 
Templeton, Kenly & Co., Chicago, 
which company cooperated in the 
development of a self-contained, 
four-jack hydraulic outfit. A pilot 
model was built and tried out. The 
result is that an improved model, 
designated the RR400, has been 
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OPERATOR of machine actuates jack on line side by signals 
from foreman. Cross-level jack is elevated by use of track level. 


ki raising in yards 


placed in production. This unit, 
along with a two-jack outfit, is de- 
scribed in the box on page 26. 


How it is used 


The Milwaukee Road, which pur- 
chased the first production model, 
uses the hydraulic-jack unit in con- 
junction with a Jackson M-22A four- 
tool tamping outfit. When raising a 
lead, the RR400 is placed on the 
curved rails of the turnout being 
raised so the foreman can have a 
clear sight of the spot board along 
the straight rail. Jack holes are dug 
at five points on each side of the 
turnout and, beginning at the switch- 
point end, the jacks are inserted in 
pairs. Each pair, it is said, can make 
a 9-in lift in less than 20 sec, it is 
reported. 

The track is tamped up to the 
first pair of jacks, which are then 
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TAMPING is done with a Jackson M-22A four-tool outfit. Track- 
lining devices (foreground) were used for lining turnout. 





WORK was interrupted frequently on this enginehouse lead, 
but hydraulic jacks expedited the work between movements. 


moved ahead while the tamping pro- 
gresses tie by tie to the second pair 
of jacks. The push-car outfit also is 
advanced on the turnout rails. This 
procedure is used instead of tamping 
up all of the raised ties at the jack 
points. The reasoning is that, if a 
train must be passed, part of the 
turnout tamping will be done. Other- 
wise, the jack ties would all have 
to be reraised to proper elevation 
and retamped after the passage of 
the train before any more tamping 
could be done. When an engine or 
train must be passed, the pressure is 
released on the hydraulic jacks. They 
are removed and placed on the push- 
car, which is then pushed into the 
clear on the side track or lifted from 
the rails. 

It is the opinion of Mr. Palmer 
and Mr. Smith that these jacks ac- 
complish the work of about eight 
additional men each day they are 


used. This is due to the speed and 
ease in raising more track between 
trains. 

In one instance a lead comprised 
of 18 turnouts, completely buried in 
the ballast, was raised and tamped 
under traffic in two days. Six men 
were employed in moving and set- 
ting the jacks and tamping ties at 
the jacking points. They were fol- 
lowed by a gang of 24 men changing 
out switch ties and surfacing, includ- 
ing the run-offs on the turnout sides. 

On another occasion, a gang of 12 
men raised and surfaced 12 switches 
of a coach-yard lead in two days, 
making a raise varying between 2 
and 4 in. Four men of this gang set 
and moved the jacks and spot board 
while the others did the tamping. 
This work was interrupted 16 times 
by switching operations in the two- 
day period. 

At its Bensenville classification 
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New jacks speed up track raising conrd 
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TRACK-LINING devices were used in conjunction with the hydraulic jacks for shifting 
this turnout into true alinement. Note that one man controls all the jacks. 


yard, the road reports that, when 
using the hydraulic-jack outfit, a car 
retarder was raised and surfaced by 
eight men in 1% hr. This operation 
formerly required 20 men. The speed 
with the hydraulic jacks provided 
time to tamp the retarder before the 


next car was let down the hump. 

In another instance at Bensenville, 
a turnout on an enginehouse lead 
was raised 3 in and surfaced by a 
foreman and 7 men in 1% hr. This 
turnout was embedded in oil-soaked- 
and-packed ballast. Being situated 





between an oil-fueling station and an 
engine-washing platform, the track 
work was interrupted many times 
to permit engines to pass. 

On two occasions, Roadmaster Pal- 
mer had a track gang use the hy- 
draulic jacks for lining turnouts. This 
was done in conjunction with three 
small track-lining devices. Mr. Pal- 
mer reports that the turnout was 
moved readily and lined quickly. 


Main-track hydraulic unit 


When the RR400 proved success- 
ful for raising yard tracks, consider- 
ation was given to the use of the 
same principle for raising and tamp- 
ing turnouts in connection with main- 
track surfacing operations. The 
result was the development of the 
RR200, a two-jack hydraulic unit, 
mounted on a power tamping jack. 

The Milwaukee Road _ experi- 
mented with one of these units 
mounted on a Kalamazoo Handy- 
man. Mr. Smith reports the trials 
have convinced him that the RR200 
can be used successfully with the 
road's small spotting or surfacing 
gangs for raising turnouts, including 
the run-offs on the turnout sides. 





The hydraulic-jack outfits, manufac- 
tured by Templeton, Kenly & Co., Chi- 
cago, are available in two production 
models. One, the RR400, is a four- 
jack unit designed for yard and termi- 
nal use. The other, the RR200, is a 
two-jack unit for main-track use in 
conjunction with a powered tamping 
jack. 

Each jack is capable of lifting a 15- 
ton load, which is said to be more 
than sufficient for raising car retarders, 
as well as the most unyielding turnout 
buried in cemented ballast. The jacks 
are controlled individually, but all can 
be actuated at one time. Four bank- 
mounted, four-way valves control the 
lifting, lowering and holding action of 
the jacks. All valves are spring-loaded 
for return to center and they are de- 
signed to eliminate any jack drop-off. 
Each jack has a total lift of 9 in, this 
maximum being obtained in less than 
20 sec. Each jack weighs 57 lb. 

Model RR400 is a_ self-contained, 
push-car mounted unit. It is comprised 
of a 4%4-hp Briggs & Stratton gasoline 
engine, a hydraulic pump, control 
valves, hydraulic hoses and reels, and 
the four hydraulic jacks. The jack hoses 
are 30 ft long but reel capacity is 
sufficient to permit these to be 50 ft 
long. A specially designed reel hub 
transmits the hydraulic fluid through 





Hydraulic outfits are available in 4-jack and 2-jack models 


u 


at 


MODEL RR200 is shown here mounted on rear platform of tamping jack. The hy- 
draulic jacks use power from the tamper when raising track through turnouts. 


the reel shafts to the jack hoses. The 
hydraulic pump generates a maximum 
pressure of 6,250 psi. 

Model RR400 weighs 800 Ib without 
the jacks. It presently is mounted on 
a push car having flanged wheels 6 in. 
in diameter. Later models will be 
equipped with 10-in diameter wheels 
and retractable lifting handles to facili- 
tate moving the unit on and off the 
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rails, and across tracks. Also, later 
models will have insulated axles and 
couplers for motor-car hauling. 
Model RR200 utilizes a small high- 
pressure pump mounted on the oil 
reservoir of the tamping jack. The two 
hose reels are mounted flat against the 
rear end of the tamper. Each reel 
services one hydraulic jack, which also 
is carried in the rear of the tamper. 
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FREIGHT TERMINAL facilities in- 
clude an 80-ft by 411-ft build- 
ing, which is served by three 
tracks and has 40 trailer spots, 
a piggy-back loading ramp 
nearby (right foreground) and 
@ truck garage (upper right). 


To centralize 
operations 


at New Orleans, 
the SP decided to... 


_.. Erect 5 pre-engineered buildings 


@ At Avondale, La., across the Mississippi river from 
New Orleans, the Southern Pacific has constructed 
five Armco pre-fabricated steel buildings. These build- 
ings house operations which formerly were located at 
various places in or near New Orleans. The five build- 
ings include: 

e An 80-ft by 411-ft rigid-frame freight station, re- 
placing facilities located in New Orleans. 

e A 60-ft by 80-ft rigid-frame one-spot car repair 
building. 

e A 60-ft by 128-ft rigid-frame truck garage and 
wash rack. 

e A 16-ft by 52-ft gable-roofed telegraph office. 

e A 49-ft by 66-ft flat-roofed office building, heated 
and air-conditioned, for the superintendent who for- 
merly was located in downtown New Orleans. 

The new freight-handling station has 19 bays, 60 
plastic panels in the roof and a 10-ft wide Steelox-panel 
canopy over the dock areas. Forty trucks can be loaded 
or unloaded at the same time through door openings 
which are 11 ft high by 18 ft 8 in, 20 ft or 22 ft wide. 
Offices inside the structure are made with Steelox 
panels. A floor conveyor was provided to expedite the 
handling and transfer of freight. Four tracks are lo- 
cated outside of the building, three adjacent to one 
side and a fourth serving an end-loading ramp for 
piggyback traffic. 

The truck garage and wash rack is located a short 
distance from the freight station and is equipped to 
handle both minor and major repairs. This building 
has Steelox sidewall panels and heat-reflecting Alu- 
minized roof panels. Access is provided by five 11-ft 
high doors on either side. Steelox panels also are used 
for partitions in providing offices. 

The structure housing the car-repair facilities has 
Aluminized steel panels in the roof and part of the 
sidewalls and has plastic skylights in each bay. Repairs 
are performed on two tracks, each equipped with 
pedestal-type cranes, jacks and power tools, 
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RIGID-FRAME structure housing freight station replaces facilities 
formerly located in New Orleans. It has 19 bays, 60 plastic 
panels in the roof, a 10-ft Steelox-panel canopy over dock 
areas and a floor conveyor, 


ONE-SPOT car repair operations are housed in a 60-ft by 80-ft 
rigid-frame building which has heat-refiecting Aluminized 
panels in the roof and part of the sidewalls. This structure also 
has plastic panels in the roof. 
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How affected by local purchases andjd 


At the annual meeting of the American Railway 
Bridge & Building Association in September one of the 
committee reports presented dealt with the subject, 
“Inventory reduction by local purchase and delivery to 
job site by local supplier.” Because of the widespread 
interest in this subject today the report is presented 
here in full. Chairman of the committee was R. D. Hell- 
weg, assistant regional engineer, Gulf, Mobile & Ohio, 


Bloomington, Ill. 


@ “Inventory reduction by local 
purchase and delivery to job site by 
local supplier” is quite a controver- 
sial subject. Your committee re- 
ceived proof of this in the answers 
it has received to a questionnaire 
that was sent to railroad mainte- 
nance of way supervisory officials 
across the United States and Canada. 

Your committee has endeavored to 
answer the following questions and 
problems in connection with supply 
of work materials which confronts 
us as we maintain our railroads with 
a minimum amount of money. 

1. How do stores department 
prices plus handling, storage, load- 
ing and unloading compare to prices 
of local suppliers who can make job- 
site delivery? 
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2. Savings on reduced inventory. 

3. Labor savings by line-of-road 
purchases in emergencies. 

Taking the questions in their 
proper order, your committee will 
endeavor to give you the informa- 
tion it gleaned from the answers to 
questions propounded in its ques- 
tionnaire. 


1. Comparison of prices 


Stores department prices, as such, 
are quite often not a realistic actual 
cost of materials delivered to the 
job site ready for use. We all know 
that our purchasing departments, 
when buying in quantities, can se- 
cure better prices, sometimes re- 


duced or discounted by as much as 


30 per cent, but we, as maintenance 
men, also know when our purchasing 
and stores departments do not co- 
operate 100 per cent with us on giv- 
ing proper delivery dates to our 
work forces in the field. For this rea- 
son we are put to a large amount 
of extra labor in moving men about 
to unload materials. 

Also, we, as maintenance of way 
men, probably do not have the best 
record in requesting proper delivery 
dates to the job site. All bridge and 
building supervisory forces must ex- 
ercise extreme caution and good 
judgement in requesting delivery 
dates. Our bridge gangs can be held 
up because of an emergency and 
throw our time schedule off for an 
entire construction season, which, of 
course, can upset the most carefully 
laid plans. An emergency and poor 
cooperation in timing with our stores 
department can add considerably to 
the cost of materials, especially if it 
is necessary to move a gang to un- 
load materials which are sent to the 
job site too soon for immediate use. 
Also, considerable expense is added 
to a project if materials are not de- 
livered fast enough to keep a gang 
supplied at all times. We are sure 
that all of you present can recall 
where this has occurred on your road 
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points discussed in the report: 


“1. Even though prices of ma- 
terial purchased locally for job- 
site delivery may be somewhat 
higher than the prices paid for 
materials to be handled through 
railroad stores departments, it ap- 
pears from our questionnaire that 
a reduced number of handlings by 
purchasing from local suppliers for 
job-site delivery saves considerable 
labor costs and makes bridge and 
building carpenters available for 
more skilled work. Thus a saving 
is made due to the fact that more 
actual productive work can be per- 
formed. 

“2. It appears as though savings 
are realized on a reduced inven- 





Here are committee’s conclusions 


The committee arrived at the following conclusions on the three major 


tory in many ways, primarily by 
actual cash conserved which can 
be used in various other phases of 
the industry, possibly to effect 
further savings. 

“3. Again, it would appear that 
a saving in time for actual pro- 
ductive labor can be made by 
making purchases locally for job- 
site delivery while making emer- 
gency repairs. 

“In summation, as shown by the 
results of our questionnaire, it 
would appear that a majority of 
our railroads are giving serious 
consideration to inventory reduc- 
tion and to purchasing locally for 
job-site delivery.” 








1d] delivery to job site? 


ire 
all 
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to the extent that the labor involved 
in unloading materials and storing 
them at the job site has actually ex- 
ceeded the original cost of materials. 
Also, you no doubt have seen gangs 
slowed up due to lack of proper 
materials. 

Under present conditions we are 
sure that there is very little of this 
going on today as our bridge and 
building supervisors are keeping ex- 
tremely close watch on all projects 
and they are exerting every effort 
to reduce lost time. 

Another hidden cost to buying, 
handling and storing of materials 
prior to actual use is pilferage. 
Eighty-eight per cent of those an- 
swering your committee's question- 
naire indicated that delivery to the 
job site immediately in advance of 
starting a project does reduce pilfer- 
age and damage in a sizable amount. 

It is impossible to put down in 
black and white just what percent- 
age should be applied to materials to 
cover this item, but it is one that 
exists and as long as we have mate- 
rials stored on our right-of-way we 
will continue to suffer losses due to 
pilferage and vandalism, also dam- 
age due to the elements. 

On a well-organized system it 
should be possible for a bridge and 
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building supervisor to place requisi- 
tions well in advance of commencing 
work so that the purchasing depart- 
ment will be able to collect its or- 
ders and this, in turn, will give them 
the advantage of quantity buying. 
Conditions vary greatly on individu- 
al roads. It is obvious that small 
roads, of say less than 500 miles, 
probably have never bought bridge 
and building items in really large 
quantities, whereas larger roads, in 
excess of 1,000 miles of main line 
track, do not have as much delay in 
assembling orders which will place 
them in a position to buy in large 
quantities. Even though a road may 
be large or small, a definite saving 
can be effected by delivery to the 
job site only as needed, so that ma- 
terials will not have to be handled 
more than is absolutely necessary. 

It can be seen that materials pur- 
chased by our purchasing depart- 
ments and handled through our 
stores department are handled sever- 
al times by railroad personnel before 
they are actually delivered to the 
job site for use. Most railroads as- 
sess from 10 to 15 per cent of ma- 
terial cost to purchasing and stores’ 
expense. Of those answering your 
committee’s questionnaire 5.6 per 
cent stated that on their particular 


railroad stores’ and purchasing ex- 
pense was in excess of 15 per cent. 
However, even with this in mind, it 
can be seen that materials purchased 
in this manner can be bought at a 
saving when Purchasing can buy 
with a discount in excess of its op- 
erating expense. There is no question 
in your committee’s opinion but 
what a saving in price of material 
can be made by buying in quantity, 
providing it is for use during one 
construction season only. Also, pro- 
vided that the savings made by the 
purchasing and stores departments 
are not lost as soon as materials 
move away from stores. This saving 
can be dissipated in many ways, 
such as per diem on revenue cars 
which are kept under load for un- 
due length of time, by labor for un- 
loading, etc. 

Materials purchased from local 
supplier for job-site delivery will not, 
except in rare cases of a large proj- 
ect near a source of supply, have the 
advantage of volume buying. Thus, 
the railroads will be required to pay 
regular retail prices. However, when 
retail prices are paid, the service 
that you as an individual would de- 
mand should be extended to the 
railroad. Anyone charged with the 
responsibility of making local pur- 
chases should see to it that the rail- 
road gets its money’s worth. In other 
words, delivery should be made free 
to the job site. Any damaged or de- 
fective material should be rejected. 
Delivery to the job site should mean 
that the material is unloaded and 
placed in a manner suitable to the 
progress of the project at hand. In 
this manner the bridge and building 
department on our railroads will not 
lose any construction time in the 
handling of materials. This can add 
immeasurably to actual production 
time. 

Materials purchased locally can be 
delivered on request at specified 
times. Then there will be no loss 
from pilferage, vandalism or due to 
natural causes, such as storms, etc. 
Also, deliveries should coincide with 
progress of construction or repairs. 

One thing appeared to be uniform 
in everyone’s mind in connection 
with purchasing heavy bridge tim- 
bers when it came to the question- 
naire. One hundred per cent of those 
answering stated that their company 
did not buy heavy bridge timbers 
locally. This would be almost impos- 
sible, except in a few specific areas, 
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Local purchase of materials conra 


as the materials involved just are 
not available locally. 

Your committee would recom- 
mend that careful consideration be 
given to specifying delivery dates, 
as delivery at the wrong time can 
add heavily to the cost of handling 
materials in the field. When pur- 
chases are made locally it reduces 
the railroads’ requirement for ma- 
terial cars which, in itself, contains 
many hidden costs. If your railroad 
still maintains camp cars, with ma- 
terial cars, it is necessary to maintain 
trackage at locations where it might 
otherwise be removed. If material 
was purchased locally it would be 
possible to reduce the number of 
cars required in these gangs. This 
cost, as small as it may seem, is just 
one of the many hidden costs of han- 
dling your own materials. For those 
railroads who have gone to bridge 
and building gangs housed in trail- 
ers, purchasing from local suppliers 
no doubt made it possible to simplify 
the requirements of such a gang. 


2. Savings on reduced inventory 


No doubt the biggest saving on re- 
ducing inventory is the initial reduc- 
tion of cash outlay and the interest 
on this money, figured at not less 
than 6 per cent. When business fell 
off last year, many of our railroads 
found it necessary to reduce inven- 
tories. It was compulsory due to the 
lack of cash to maintain inventories 
as was the rule in the past. By re- 
ducing inventories, many savings 
have been made. In some unusual 
cases, monies have even been re- 
alized. This has been accomplished 
by locating industry in storehouses 
that had been vacated due to being 
caught in a squeeze of reducing in- 
ventories. Savings are realized in 
numerous ways, some of which are 
listed below. 

Labor in handling materials is re- 
duced when inventories are cut; pa- 
per work is reduced; fewer facilities 
are required. Closer supervision and 
control of individual bridge and 
building gangs is required when in- 
ventories are reduced, and this, in 
turn, promotes more efficiency in the 
individual gangs. Pilferage of stored 
materials is reduced. Damage to 
stored materials is reduced. Also, a 
reduced inventory sustained by local 
purchases with job-site delivery, will 
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tend to eliminate substitution of ma- 
terials by the purchasing department. 

Savings made by a reduced inven- 
tory supplemented by local purchase 
and job-site delivery, even though 
not monetary, is made by creating 
good will and improved business re- 
lationship between the railroads and 
local suppliers, as well as whole com- 
munities. 

A big saving can be made if a 
gang working on a job is called away 
to another project due to an emer- 
gency. This saving will be made due 
to the fact that a large amount of 
materials will not be on the job site, 
which would necessitate labor ( pos- 
sibly overtime labor) to store them 
until the gang would return to the 
original job. This saving can be ac- 
complished by having materials fur- 
nished by local supplier only as 
needed. 

Another advantage to the mainte- 
nance of way department by deliv- 
ery to the job site is that our bridge 
and building gangs will have more 
time to turn out productive work— 
they will not be tied up unloading 
materials. This will let us get more 
skilled work from skilled employees 
such as are employed in our bridge 
and building gangs. This one item 
will add considerably to the amount 
of work which will be produced by 
an individual gang. 


3. Labor savings 
by line-of-road 
purchases in emergencies 


Labor savings by line-of-road pur- 
chases in emergencies encompasses 
such a large area in itself that your 
committee feels it should be re- 
stricted only to building materials for 
the purpose of this report. 

Purchases in emergencies may run 
in size from a washer in a faucet to 
such large items as door and win- 
dow sash, or even sheeting and sid- 
ing. Any of you can visualize what 
happens when word comes in from 
an outlying station agent that he is 
being flooded out. His troubles may 
be only a leaky washer in a faucet, 
or it could be a tropical storm which 
is actually flooding the station. Re- 
gardless, you no doubt will dispatch 
a water service crew equipped with 
a modern truck and all equipment 
needed for routine maintenance. Up- 
on arrival at the scene, they find that 
some special fitting has failed, and it 





is necessary to replace it. This not 
being a standard item on their truck, 
they must get into their truck, make 
a hurried trip back to the storeroom 
to pick one up, then return to the 
job site. Untold annual savings in 
labor could be made if such a crew 
were authorized to purchase locally 
in all similar occurrences. 

Building damage of a small na- 
ture could be repaired by one or 
two carpenters if they were given 
authority to purchase materials lo- 
cally for making repairs. This would 
eliminate an initial trip to the area 
to determine the amount of damage 
so that materials could be ordered, 
then returning again when materials 
for repairs were shipped to the site. 


Answers to questionnaire 


As a matter of information, your 
committee feels that the following 
data should be handed on to you in 
this report. The following material 
was secured from the questionnaire 
sent out by your committee. Ninety- 
one per cent of those answering the 
questionnaire indicated that a re 
duction has been made in stores 
stock of bridge and building materi- 
al; this in the last five years in vary- 
ing amounts which averaged out as 
follows: A 50 per cent reduction had 
been made in bridge materials; a 75 
per cent reduction had been made in 
building materials. This, you can see, 
has made a tremendous reduction 
in cash layout. 

Sixty-two per cent of those answer- 
ing the questionnaire stated that 
their purchasing department buys | 
bridge and building materials in 
amounts only as required by author- 
ized projects. From this answer it 
can be presumed that the other 38 
per cent of our railroads buy in vol- 
umes in excess of actually authorized 
projects. 

The question, “In your opinion is 
the price of materials purchased 
through the purchasing departments 
for delivery by local supplier to the 
job site higher than stores depart- 
ment prices which include handling, 
storage, loading, and unloading 
charges?” brought the following re- 
sults: Yes—26 per cent. No—68 per 
cent. Questionable—6 per cent. From 
this it can be seen it is the general 
opinion of maintenance men that a 
saving will be made by purchasing 
locally with job-site delivery. 

Ninety-four per cent of the an- 

(Continued on page 51) 
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U. S. Steel constructs new line in Wyoming 


A 77-mile industrial spur recently was completed by U. S. Steel's 
Columbia-Geneva Steel Division to tap a new taconite ore mine at Atlantic 
! City, Wyo. It was constructed from the end of the Union Pacific’s Winton 
- branch line and extends over the Continental divide at historic South Pass. 
1 Designed by UP engineers to the road’s main-line standards, modified to 
: reflect special operating conditions, the new spur includes 39-ft, 132-lb 
: rails, 10-deg maximum curvature and a test section of prestressed concrete 


ties. A huge Travelift straddle crane (right) was used to expedite track- 
laying operations. Structures on the new line include five steel bridges, 
- four over rivers along the route and one over a state highway. The largest 
of these is the 120-ft welded-steel bridge over the Sweetwater river. This 
bridge is pictured below. 








News briefs 


In pictures... 





‘Tidy’ up with new vacuum cleaner Museum gets ‘Ribbonrail’ for new exhibit 
The Chicago Transit Authority is using a new 1800- In a recent early morning move in Washington, D. C., four 142-ft 
lb vacuum-type litter-getter, known as “Tidy”, to long strings of “Ribbonrail” were delivered to. the United States Na- 
“police” station areas. The unit is powered by a gaso- tional Museum, a branch of the Smithsonian Institution. There, the 
line engine and is mounted on rubber-tired wheels for rails will support a collection of historic cars and locomotives in the 
mobility. It is reported that Tidy will suck paper, empty museum’s land transportation exhibit. The rails are part of a cooperative 
an- bottles and cans, etc., through its 10-in hose. Litter then presentation by the Bethlehem Steel Company, Linde Company, Divi- 
is ground up and deposited into bags. sion of Union Carbide Corp., and the Pennsylvania Railroad. 
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Improved design for... 


Hydraulic jacks 


SIMPLEX “Hydra-Toe” 15-ton  toe-lift 
hydraulic jacks now are available in 
models which have been designed to com- 
pletely eliminate cylinder scoring, previ- 
ously the principal source of trouble in 
this type of jack, according to the manu- 
facturer. The new units are equipped 
with an alloy steel bar which is suspended 
from the top between twin hydraulic cyl- 
inders. This bar rides in the jack’s alu- 
minum-alloy housing to prevent any wear 
from effecting the hydraulic system. The 
jack has a large heat-treated toe with 
machined grooves. 

The new Hydra-Toe is available in a 
self-contained model, S-159, and a remote- 
controlled model, R-159. Model S-159 has 
both high and low-speed pumps. The re- 
mote-controlled model can be operated 
by either hand or powered gasoline, elec- 
tric or air pumps. It is claimed that with 
sufficient reservoir capacity any number 
of jacks can be used instantly to pick 
up low loads and that a jack and a gaso- 
line pump will lift 15 tons to a height 


of 9 in. in 12 sec. Templeton, Kenly 


& Co., Dept. RTS, 2525 Gardner Road, 
Broadview, Ill. 
(Circle 200 on TIME-SAVER card, page 49) 





Improvements made to . . . 


Crane carrier 
A NEW crane carrier is available which 
is equipped with hydraulically operated 
rail guide wheels to enable the vehicle 
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to operate either on the highway or rail- 
road track. Designated the Crane Carrier 
Corporation Model 1566, it is the first 
CCC road-rail carrier to employ the hy- 
draulic principle. Previous models were 
equipped with mechanically operated units. 
Crane Carrier Corporation, Subsidiary of 
Crane Carrier Industries, Inc., Dept. RTS, 
Tulsa, Okla. 
(Circle 201 on TIME-SAVER card, page 49) 





Adjustable spring for. . . 


Rail brace 
A NEW self-locking rail brace is avail- 
able which is designed to be quickly 
tightened with a track maul or similar 
tool. The new unit consists of three parts 
—a cast steel wedge and back block and 
a high-tensile spring. It has no nuts, bolts 
or washers. The manufacturer states that 
the new adjustable spring brace permits 
accurate lateral adjustment of rails to 
maintain proper gage. Taylor-Wharton 
Company, Division of Harsco Corporation, 
Dept. RTS, Cincinnati 12, Ohio. 

(Circle 202 on TIME-SAVER card, page 49) 





Automatic control for . . . 


Water pumps 


HOMELITE portable pumps now can be 
equipped with a control for automatically 
idling the pump’s engine when the water 
level drops below the suction-line strain- 
er and bringing the engine back up to 
full speed when the water level rises. 
The new control is available for installa- 





PRODUCTS 


tion on Homelite’s 2-in and 3-in, 2-cycle, 
engine-driven centrifugal pumps and its 
new 114-in and 2-in, 4-cycle, engine-driven 
centrifugal pumps. Shown in photograph 
is the Model 4482 9000-gpm pump. 

The new idle control consists of a pres- 
sure-sensing tube, activating diaphragm 
(vacuum-sensing device) and throttle rod. 
The tube connects the diaphragm to the 
suction elbow of the pump. When water 
drops below the strainer and the vacuum 
in the line is lowered, the diaphragm 
relaxes causing the spring-loaded throttle 
to move to the idle position. When water 
again covers the strainer and the vac- 
uum increases, the diaphragm pulls the 
throttle rod which brings the engine back 
up to full pumping speed. Advantages 
claimed for the control include reduction 
in fuel consumption, and reduction in 
maintenance costs. Homelite, Dept. RTS, 
Port Chester, N. Y. 

(Circle 203 on TIME-SAVER card, page 49) 





For switch plates... 


Dry lubricant 


A NEW graphite dry lubricant is avail- 
able for use on switch plates, springs, 
buffer assemblies, bridge pedestals, slid- 
ing-door channels, fifth wheels, cranes 
and large open gears. Designated “Dri- 
Slick,” the lubricant can be applied by 
a brush directly from the l-gal can in 
which it is packed. It requires no mixing 
or thinning and is said to dry to a hard 
slick finish in about 30 min after applica- 
tion. The manufacturer claims that the 
dry coating stands up under temperatures 
from -65 deg F to +800 deg F, cannot 
be squeezed out under heavy loads, does 
not attract dust and dirt, will not wash 
off the surface on which it is applied and 
is corrosion resistant. It is stated that if 
Dri-Slick is applied to plow and scraper 
blades snow and ice will not stick to 
those surfaces. G. W. Smith & Sons, Inc., 
Dept. RTS, Dayton 32, Ohio. 
(Circle 204 on TIME-SAVER card, page 49) 
(More products on page 52) 
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Troubled with loose fit of spikes in tie plate 
holes?. . . Plate cutting of ties .. . wave 







inthe rail... Irregular gage? 
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The common %” square shank cut spike may take 
any one of the various positions shown in cross-sec- 
tion at the line spike holes of the tie plate, which 
are scattered about this page. A reduction in size of 
the holes will not correct this trouble, as exhaustive 
tests of cut spikes in the smaller 11/16” square lag 
holes have proved. 


Only LOCK SPIKES completely fill the holes by 
compression of the spread shank—firmly holding the 
plates to the ties under spring tension. Plate cutting 
is overcome—Rail is held to gage and line. 


Rail Lock Spikes and Gage Lock Spikes are rail 
spikes as well as plate fastenings. Rail Lock Spikes 
also take up the play between the width of the rail 
base and the tie plate shoulders. The slight protru- 
sion on the spike head at the tie plate surface binds 
against the edge of the rail base and forces the 








opposite shoulder into contact with the rail base. 

| This action slightly skews the tie plates, as shown 

: in the illustration below, and binds the rail at all GAGE 

‘ four corners of the plate shoulders, as indicated by LOCK SPIKE 
S the arrows. Complete elimination of play in the 

i- spike holes of a tie plate and between the shoulders 

: is accomplished. 
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420 Lexington Avenue 
New York 17, N. Y. 
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Renewing ties under frogs 


Where a few long ties have failed under a frog located in a 
turnout with tracks on each side, what should be done? Is there 
any easy way to renew these long ties? Explain. | 


No easy way 


By R. E. PALMER 

Roadmaster 

Chicago, Milwaukee, St. Paul & Pacific 
Chicago 

I am sorry to say there is no easy 
way out of this. A few failed ties 
under a frog can soon cause the sup- 
port of the frog to be such as to 
either bend or break the frog. In 
a short time you are confronted with 
a large expenditure for a new frog, 
many years in some cases before it 
should have failed. 

As to the method of renewing ties 
under this condition, there are two 
ways to approach it. Where there 
is only one track or possibly two on 
the outside of the frog, you can dig 
between the track ties of the adja- 
cent track and slide switch ties 
through. Otherwise it is necsesary 
to pull enough spikes so thet the 
rails and frog can be jacked up high 
enough to pull the ties out over other 
tracks without doing any amount of 
digging below the bottom of the ties. 
Such digging will cause a soft spot 
under the ties and a pumping con- 
dition for a considerable length of 
time. This is almost as bad as having 


bad ties under the frog, except of 
course new ties would hold gage. 

If the track can be taken out of 
service long enough for this work, 
this, of course, is the most desirable 
way. You can raise the rails and 
frog to pull the ties out, and this 
does the least damage to the road- 
bed of all tracks invlolved. 


Use tie saw 


By G. A. PEARSON 

Roadmaster 

Algoma Central & Hudson Bay 
Sault Ste Marie, Ont. 

Where a few long ties have failed 
under a frog in a turnout with tracks 
on each side, there is an easy way 
to renew these long ties. This is done 
by sawing the ties near the frog and 
inside of the rails with a suitable 
tie saw. The short pieces of ties can 
then be handled very easily. 

If no suitable tie saw is available, 
it may be found necessary to remove 
the frog and one rail opposite the 
frog to get the long ties out of their 
beds. This prevents any disturbance 
of track surface at the location of 
the frog. 





WHAT'S THE ANSWER? 


If, however, the frog or the entire 
turnout is found to be in need of 
lifting or surfacing, the jacking or 
digging method can be followed. 
However, this depends largely upon 
the height of lift desired in the turn- 
out. 


Digging in 

By THor Monrop 
Section Foreman ( Ret. ) 
Northern Pacific 
Billings, Mont. 

This condition would warrant 
some serious thoughts and planning. 
Some important factors to be taken 
in consideration are: (1) The im- 
portance of this turnout in relation 
to traffic. Is it on the main line or 
in a yard track? Can it be taken 
out of service while these renewals 
are made? (2) Its closeness to the 
adjacent tracks and whether they 
are a turnout, a switch or ordinary 
tracks. 

I do not think there is any new 
machinery that can operate in such 
a place. The old system of hand 
digging we all know is not easy, and 
it requires a considerable length of 
time, which is not economical. I have 
run into similar conditions several 
times. I have used a method requir- 
ing the use of five or six track jacks 
which has made the job faster and 
easier. But it makes it necessary to 
either take this turnout out of serv- 


NEW QUESTIONS to be answered in February 


Do you have an answer to any of the 
questions listed below? If so, send it 
in. Payment—based upon substance 
and length—will be made for each 
published answer. If you wish your 
name withheld, we'll gladly comply. 


Deadline: December 29, 1961 


e 1. What factors contribute to the 
failure of stock rails? Explain. Can 
any of these causes be eliminated? 
How? 


e 2. A disadvantage in using steel 
forms when casting concrete is that 
more often than not the concrete 
surfaces show pits when the forms 
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are stripped. What are the causes of 
this and how can they be eliminated? 
Explain. 


e 3. Some railroads provide a wider 
than standard ballast shoulder on 
the outside of a curve. Does this 
extra ballast have any practical 
value? Explain. 


e 4. Frequently, when a bridge is to 
be redriven, it is found that old stubs 
from three or four previous drivings 
are still in the ground. Should the 
old stubs be extracted? If so, how? 
If not, what should be done? Ex- 
plain. 


e 5. What considerations are in- 
volved in determining when rail 
should be cropped in the track or 
picked up and cropped at a central 
plant before relaying? Explain. 


Send answers to: 


What's the Answer Editor 
Railway Track & Structures 
79 West Monroe Street 
Chicago 3, Illinois 


Do you have a question you'd like to 
have answered in these columns? If so, 
please send it in. 
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Upper right—A compact, air-cooled 8 hp gasoline engine 
powers the two hydraulic rams on the Model P-O Hydraulic 

















v Track Liner. 
h Upper left—The double flanged track rollers on the Model 
] P-O-A adjust to any height and weight of rail. Set-off wheels 
optional. 
d Lower right—Mounted on this wheelbarrow-type frame, the 
Sf Model P-O is easily transported or moved into position by one 
e man. } 
J Lower left—The control valve is mounted on the cylinder of the 
Model S-P Hydraulic Spot Liner for quick, efficient one-man 
«= operation. 
. s 
Line More Track Faster With Portable 
0 , 
jo e 
Power-Driven RTW HYDRAULIC TRACK LINERS 
Lightweight, heavy-duty RTW Hydraulic Track Liners Model S-P Hydraulic Spot Liner has a collapsible out- 
n- make quick work of lining jobs that ordinarily call for rigger and cylinder-carrying detachable dolly for quick 
il big, heavy machines and large crews. Designed by rail- portability. The ideal spot liner for small gang operation. 
road men to give small gangs large crew force, RTW a ok 
or Hydraulic Track Liners feature interchangeable units Find out more about lining more track per hour at lower 
si 7 : aT 2<e y rert ‘ > y , j 
al and high portability—a combination that lines more track cost w ith these two powerful, portable RTW Hydraulic 
per hour with less sweat . . . and at lower cost. Track Liners. Write today for complete details. 
Model P-O Hydraulic Track Liner has a light, rigid and Sound color movie on track maintenance available on 
self-contained double flanged roller attachment that ad- request. 
justs to any height and weight of rail. A a 5 air- 
cooled 8 hp gasoline engine operates the two hydraulic 
rams that line thru switches and road crossings, gee TRACK MAINTENANCE MACHINERY 
the attachment for out-of-face linings. Available also ; : : ; 
mounted on a wheelbarrow-type frame for easy, one-man Switch Grinders * Cross Grinders * Surface Grinders 
moving. Rail Drills * Cross Cutters * Track Liners 
Bit Sharpeners * Tie Nippers * Grinding Wheels * Tie Handlers 
RAILWAY TRACKWORK CO. 3207 Kensington Ave., Philadelphia 34, Pa. qnvet? Te PROG, 
to Agents: Chicago—D. J. Hogan & Co. * La Grange, Ga.—W. C. McKay * Louisville—T. F. Going 
SO, * Omaha—Roth Railway Supply « Roanoke—Robert L. Nutt Jr. © Spokane—Franco Railroad 
Contractors, Inc. *« St. Louis—Clarence Gush e Canada: Lindsey, Ontario—Sylvester Distribu- pg 
tors Ltd. * Winnipeg—Kipe Kelly Ltd. * Mexico: Mexico City—L. B. Franco, de Mexico, S.A. CEC) 
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What's the answer? (cont'd) 





ice, if it is in a yard, or use flag 
protection if on main tracks. 

The procedure is as follows: All 
materials and tools needed should 
be on hand. Get a good train line-up 
and notify the dispatcher if it is in 
mainline service, or the yard master 
if in yard service. Send out flagmen 
for protection. Pull all spikes cr track 
fastenings from the failed ties and 
do the same on some adjoining ties 
for a short distance. Place one jack 


on the main-track side and raise the 
track 1 or 2 in above the failed ties. 
Next, do the same thing by placing 
two jacks, one on each side of frog 
and facing each other, and raise it 
sufficiently to permit the failed ties 
to be pulled out from under the frog. 
Next, use two or three jacks each 
side of the turnout rail, having first 
removed a sufficient number of spikes 
on each side of the failed ties. Raise 
the turnout rail high enough to per- 
mit the failed ties to be pulled out 
and passed over the top of rails of 
the adjacent track. In this manner 


all failed ties can be removed angé 
new ties inserted. It would be wel 
also to loosen the ballast alongsid 
the failed ties before pulling them 
as this makes it easier to pull ther 
out. 

The reason for pulling the spike 
in the ties adjacent to the failed tie 
is that the surface of the switch 
not be impaired or disturbed. If a 
preparations are done properly, i 
does not take very long to rene 
these ties. After all the new ties have 
been placed, drop all jacks and re 
spike. 


How to install a switch stand 


The installation of a new switch stand and connecting rod on 
new headblock ties is an art. Describe step by step how this 


should be done. 


Spike switch point 


By ANTOINE MADERE 
Track Foreman 

Humble, Esso Oil Refinery 
Baton Rouge, La. 


The front headblock tie should be 
under the point of switch and the 
second 21 in back from the center 
of the front one. This leaves 12 in 
between the inside edges of the 
headblocks for accommodating the 
width of the switch-stand base. 

(1) Adjust the screw crank at the 
base of the stand spindle to 2% in 
from the inside face of the spindle 
to the center of the bolt hole for a 
4-in throw of points. 

(2) Attach the screw jaw end of 
the connecting rod to the screw 
crank, leaving about half of the 
threads inside the turnbuckle. 


(3) The handle of the switch stand 


should be in such a position that 
throwing it will move the points 
away from the stand. 

(4) Spike the near point of switch 
firmly to nearest stock rail. 

(5) Attach the rigid end of the 
connecting rod to the front tie bar 
by inserting a bolt. 

(6) Using a lining bar, push the 
stand away from the near rail to 
remove any slack in the connections, 
then spike the stand to the headblock 
ties. Use only one spike on each side 
as these may have to be removed 
when adjusting the screw crank. 

(7) Remove the spike holding the 
switch point and operate the switch 


stand handle. Should both points fit _ 
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properly at both stock rails, finish 
spiking the stand. 

The following adjustments can be 
made if the points do not fit: 

(1) When the near point fits prop- 
erly against the stock rail and the 
far point throws too hard, shorten the 
throw and shorten the connecting 
rod. 

(2) When the near point fits prop- 
erly and far point does not throw far 
enough, lengthen the throw and the 
connecting rod. 

(3) When the far point fits proper- 
ly and near point throws too hard, 
shorten the throw and lengthen the 
connecting rod. 

(4) When far point fits and the 
near point does not throw far 
enough, lengthen the throw and 
shorten the connecting rod. 

(5) When both points throw too 
hard or are too loose, shorten or 
lengthen the throw without changing 
the length of the connecting rod. 

(6) Tighten the jam nut of the 
connecting rod. 


Has adjustments 


By }. L. DEVANEY 

Railroad Products Division 
American Brake Shoe Company 
Los Angeles, Calif. 

The installation of new switch 
stand and connecting rod on a new 
headblock is very easily made if cer- 
tain steps are followed. 

(1) Set the switch points to half 


their throw, i.e., have the points set” 
so the distance between the right- 
hand stock rail and the stock side of 
the right-hand switch point is equal’ 
to the distance between the left-hand 
stock rail and the stock side of the’ 
left-hand switch point. 

(2) Bolt the connecting rod to the 
head rod and to the switch stand. 

(3) Without disturbing the posi- 
tion of the switch points in relation 
to the stock rails, raise switch-stand 
handle to half-throw position. 

(4) Spike stand to the headblocks. 
After spiking, a check is made by 
throwing the stand handle into either 
position, noting the position of points 
against the stock rail. 

(5) Should the points remain open 
in both positions, the crank eye of 
the stand is screwed out to increase 
the throw of the stand, thus bringing 
the points tightly against the stock 
rail. 

(6) Should the points close 
against the stock rail before the 
stand handle is in position for lock- 
ing, the crank eye of the stand is 
then screwed in to reduce the throw 
of the stand. 

(7) Should one point not close 
tightly against the stock rail with the 
stand thrown in one position and the 
opposite point is too tight against the 
other stock rail with the stand thrown 
in the opposite position, this indi- 
cates that the stand shifted during 
the spiking operation. This is easily 
rectified if an adjustable connecting 
rod is used. If the far point is open, 
lengthen the connecting rod the de- 
sired amount. If the close point is 
too loose, shorten the connecting rod. 
Repeat steps No. 5 or No. 6 to insure 
a good fit of the switch points against 
the stock rails. 

(More answers on page 38) 
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WIRE REPLACES HUMAN JUDGMENT | 
AND ELIMINATES VISUAL ERRORS | 
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NORDBERG 
“MIDGET” 
SURFACER 


does all these jobs for you: 


Smoothin’ .. . locates and corrects irregular 

surface. 

Locates and corrects minor surface irregu- (Above): Nordberg “Midget” Surfacer in use, with the 4- 

larities after jacking and before tamping in wheel carriage and the three 2-wheel buggies connected 

a track raising operation. by coupling tubes, around which the wire is stretched. 
e Locates and corrects settlement irregular- (Below): Carriage on a curve and pointers on “zero.” Note 

ities following ballasting of high lifts. hand jacks on platforms and one of the two retaining 
¢ Analyzes the quality of track surface. brakes being used to hold the “Midget” on a grade. 








The Nordberg ‘Midget’ Surfacer eliminates human 
error and guesswork by utilizing a 50-ft. length of 
tautly drawn wire over each rail to locate and correct 
low spots in track surface. It is made up of a 4-wheel 
carriage and three 2-wheel buggies. Two pointers are 
employed, one for each rail. One end of each pointer is 
in constant contact with its wire, and the other end 
moves over a graduated scale which is mounted on the 
carriage over the center of the track. 


As the lightweight ‘‘Midget”’ is pushed along the track, 
the two pointers are observed. If the surface is perfect, 
these pointers will constantly indicate ‘‘zero’’ on the 
pointer scale. As low spots are encountered in either rail, 
the individual pointer will move below “‘zero’’. In this 
way, each rail is analyzed independently of the other. 


When a low spot is found, the “Midget” is moved 
back and forth to locate the lowest point, and a hand ' 
jack is then inserted at this spot and used to lift the — 
track until the pointer reading is corrected. A tie ad- © ™"™©- 
jacent to the hand jack is tamped manually to hold this 
correction. Suitable tamping means are then employed 
to tamp all ties at the corrected spot. Write for complete information. 











NORDBERG MANUFACTURING COMPANY 
MILWAUKEE 1, WISCONSIN 
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Lists 10 steps 


By A. N. TurNQuist 
Extra Gang Foreman 
Baltimore & Ohio 
Mt. Jewett, Pa. 

To install a new switch stand and 
connecting rod on new headblock 
ties, proceed as follows: 

(1) Have headblocks properly 
tamped and correctly spaced to al- 
low sufficient clearance for the 
crank pin of the switch stand so it 
will not rub on sides of headblocks. 

(2) Place switch stand on head- 
blocks with the connecting rod paral- 
lel to the No. 1 headblock. The 
connecting rod should be straight 
from the switch stand to the No. 1 
switch rod. 

(3) Have all adjustments in the 
switch stand on center (that is half 
way). Also, if the connecting rod 
has an adjustment, that should be 
on center also. This will make it sim- 
pler to adjust the switch. 

(4) Connect switch-stand connect- 
ing rod to the No. 1 switch rod and 
to the switch stand. 

(5) Spread the switch points an 
equal distance from both stock rails. 
(Example, if the switch has a 5-in 
throw, open each point 2% in.) 

(6) With the switch stand, con- 
necting rod and switch rod all con- 
nected, the points spread an equal 
distance, and the switch-stand han- 
dle or lever in a half-throw position, 
line the switch stand parallel to the 
track and at right angle to the head- 
blocks so that switch target and 
lamp will be in full view of anyone 
approaching from either direction 


when thrown for either main or sid- 
ing. 
(7) Drive one spike through 
switch stand base in each headblock. 
(8) Throw switch and note if the 
switch is too tight on one side or 
too loose on the other. With adjust- 
ments at half way, the switch stand 
wont need too much adjustment 
either way. If the switch stand has 
too little throw, an adjustment can 
be made by turning the crank pin 
outward. If the stand has too much 
throw, an adjustment can be made 
by turning the crank pin inward. 
Some stands have steel shims in- 
side of them for adjusting the throw 
of the points. These shims are gen- 
erally held in place by a bolt on 
each side of the crank pin. By loos- 
ening these bolts, the shims can be 
moved from one side to the other to 
make the correct adjustment. The 
bolts then should be tightened. 
Some stands have an adjustable 
connecting rod which can be length- 
ened or shortened by turning a clev- 
is in or out, whichever way it has 
to go to make the correct adjustment. 
(9) Finish spiking the switch 
stand in full, and again check the ad- 
justments. See that all switch bolts 
in the switch rods and connecting 
rod are tight and have cotter keys. 


(10) Spike down the switch-lever | 


keepers or latches. When spiking 
these, see that each keeper hugs the 
side of the lever away from the 
track. In this way the keeper will 
have more holding surface over the 
top of the switch lever. 

On some switch stands the keeper 
is an integral part of the stand. The 
handle of the stand is usually con- 
nected to it so that, when the switch 
is fully thrown, the keeper with the 





handle attached drops into an open- 
ing with square sides. This holds the 
points in place. 

A stand of this type has to have 
either a switch lock or a hook of 
some kind to prevent the handle of 
the switch stand from coming up. 


Gives seven steps 


By R. J. PAOLISE 

Supervisor, Track T6 

New York City Transit Authority 
Jackson Heights, N. Y. 

(1) Standard switch throw must 
be maintained. 

(2) One-half the thread length of 
eye screw is screwed into the spin- 
dle and also the end of the connect- 
ing rod. Threads must be at halfway 
point. 

(3) Connect the switch stand to 
the connecting rod. 

(4) Open both switch points and 
equalize the throw of the normal and 
reverse points, i.e., if the standard 
throw is 4 in, then both points must 
be open 2 in. 

(5) Raise switch handle upright 
and hold at 90-deg angle. 

(6) Measure distance from out- 
side base of stock rail to the switch 
stand. The distance must be equal 
on both sides of the stand. 

(7) Spike switch stand taking 
precaution that spikes are driven 
straight. 

Although it has been about 30 
years since I installed a switch stand 
on the New York Central, as I re- 
call it, if done in the above manner 
nine times out of ten the switch is 
automatically adjusted to proper 
working order in both the normal 
and reverse points. 





Measuring tunnel clearances 


How do you measure the clearances of tunnels on tangent 
track? On curved track? What other methods can be used? Ex- 
plain. What equipment or instruments are required? 


Clearance car 
4 E. H. ScHEm 
Clearance Engineer 
New York Central System 
New York 

We have given this subject con- 
siderable study and, after having 
tried various measuring methods, we 
have come to the conclusion that the 
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only accurate way to obtain the nec- 
essary data is with a clearance car. 
We designed such a car about 20 
years ago and, with improvements 
and refinements, use this car at pres- 
ent to obtain all data. 

Our clearance car is a remodeled 
standard coach and is self-propelled. 
A vertical steel plate is erected above 


the king pin of the forward truck. 
It is surrounded by 120 hinged 
wooden feelers, held to proper ten- 
sion by means of springs. As the car 
slowly moves through a structure or 
tunnel, the feelers are pushed back 
so that the minimum outline of the 
structure is indicated by the result- 
ing position of these feelers. 

In the steel plate is a large panto- 
graph. One arm of this pantograph 
is now brought into contact with 
each displaced feeler. A smaller pan- 
tograph attached to one arm of the 
large pantograph transfers the posi- 
tion of the feeler to chart paper at 
a scale of 1 in = 1 ft 0 in. In this 


RAILWAY TRACK and STRUCTURES 











NEW TEXACO 904 GREASE PUMPS UNIFORMLY 
IN ZERO WEATHER OR DESERT HEAT 


The consistency of new 904 Grease remains the 
same over a wide temperature range. This im- 
proved pumpability means your curve rail lubri- 
cators will always deliver the right amount of grease 
to give maximum protection to wheels, wheel flanges 
and rails. What’s more, 904 won’t spatter—or creep 
over onto the ball of the rail. 


Outstanding adhesiveness and moisture resistance 
are two more advantages of 904 Grease. Rail is 
always evenly coated the entire length of the curve. 
And 904 sticks . . . won’t wash off even in the heaviest 
rainstorm. These are among the reasons why— 


More Texaco 904 Grease is used in curve 
rail lubricators than any other brand. 


For full information, call or write your nearest 
Texaco Railway Sales Office in New York, Chicago, 
San Francisco, St. Paul, St. Louis or Atlanta. 


Texaco Inc., Railway Sales Division, 135 East 42nd 
Street, New York 17, N. Y. 


Tune In: Huntley-Brinkley Report, Mon. through Fri.-NBC-TV 


TEXACO 


Throughout the United States 
Canada « Latin America + West Africa 


RAILROAD LUBRICANTS AND SYSTEMATIC ENGINEERING SERVICE 
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way we obtain the minimum outline 
of all structures accurately. 

As the plate is erected over the 
center of the truck, no middle ordi- 
nate is involved on a curve. Through 
a series of jacks and wedges, the 
spring action and side play of the 
car is eliminated and our data are 
correct from the center line of track 
at right angles to the plane of rails. 

Normally, our feelers are set to 
measure (check) everything less 
than 7 ft 6 in from the center line, 
and 18 ft above top of rail. To check 
structures from 18 ft to 20 ft above 
top of rail, the upper portion of the 
steel plate can be raised electrically. 

We have found that this car pro- 
duces accurate data, and we feel 
that this is the only way such accur- 
acy can be secured. 


Permanent record 


By S. W. GEorGE 
Division Engineer 
Western Maryland 
Cumberland, Md. 

All clearances on this property, 
including tunnels, truss and through- 
plate-girder bridges, overhead 
bridges, cuts and structures, are 
measured by a specially constructed 
“clearance” or “finger” car. This 
method compensates for the super- 
elevation on curves and the result- 
ing measurements are parallel to the 
plane of the top of rail from a cen- 
ter line which is normal to this plane. 

The clearance car consists primar- 
ily of a flat car with a frame mounted 
over the center of the leading truck. 
This location for the frame elimi- 
nates errors caused by middle ordi- 
nate or overhang which would result 
if located in the middle or at the end 
of the car. On the frame is mounted 
a series of fingers, or steel arms, piv- 
oted to move parallel to the track. 
A graduated arc at the base of the 
finger records the additional distance 
from the pivot point to the obstruc- 
tion which caused the finger to ro- 
tate. The distance, center of car to 
pivot point, is uniform. Fingers are 
arranged to record both overhead 
and side clearance. 

The arms fully extended record 
the standard single-track tunnel 
clearance. Any deflection is recorded, 
and the location noted. All obstruc- 
tions close to the track are measured; 
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those beyond the arms are measured 
by extending a survey level rod along 
the arm and recording the distance. 
The records are then compiled and 
placed on a drawing covering ap- 
proximately 20 miles of railroad. 
Any load, whether high or wide, 
loaded in any manner on any type 
car can be investigated to determine 
if it will clear on any particular 
territory and what restrictions, if any, 
are required. 

In tunnels and under bridges, top- 
of-rail elevation is noted and marked 
in the concrete or timber. Future 
surfacing operations must be _ per- 
formed without raising the track 
above the indicated elevation mark- 
er. Since the entire system was cov- 
ered by the clearance car, additional 
measurements are not necessary. 
New construction is permitted only 
if it conforms to or exceeds the 
standard minimum clearance. Once 
constructed, it is plotted on the ap- 
propriate sheet and becomes a part 
of the record. 


Rod and protractor 
By T. O. MoNAGHAN 
District Engineer 

Spokane, Portland & Seattle 
Portland, Ore. 

We have 26 tunnels on our system 
ranging in length from 122 ft to half 
a mile. Twenty of them are all or 
partly on curved track and some of 
them are through solid rock without 
lining. In 1949, after completion of a 
program of reballasting, lengthening 
easement curves, and increasing the 
elevation on curves, the clearances 
of all tunnels on the system were 
rechecked and diagrams were pre- 
pared for each cross section taken. 
At places where the clearance is 
close, check measurements have 
been made since 1949. 

In taking measurements in the field 
the center line of track was used 
as a base line for horizontal control 
and the top of rail (low rail on 
curves ) was used as a base line for 
elevations. A visual inspection of the 
tunnel, using lights, was made for 
the purpose of locating points at 
which close clearance was indicated, 
and these points were marked on the 
track. Those portions of the tunnel 
at which the clearance appeared to 
be standard or better were meas- 
ured at regular intervals of 50 to 
100 ft. For heights of about 6 ft 


above top of rail, vertical and hori- 





aa 
zontal measurements were taken di- 


rectly. and plotted on cross-section 
paper in the field. 

For measurements above 6 ft, a 
comparatively simple instrument was 
used which consisted of a telescop- 
ing graduated rod. This was set on 
a steel pin driven into a tie in the 
center of the track to the elevation 
of the low rail. A large protr: ctcr, 
having a radius of 18 in and grad- 
uated in 30-min increments, was 
mounted on the rod at right angles 
to the track center line with a plumb 
bob suspended at its center. 

Measurements were then taken 
around the perimeter of the tunnel 
bore by extending the rod to any 
desired point in the tunnel walls and 
roof. The length of rod was read 
directly, and the angle from vertical 
was read on the protractor as in- 
dicated by the vertical plumb-bob 
string. These distances and angles 
were plotted as taken, resulting in 
a finished cross section of the tunnel 
at each station. 

The above method is handy to use 
in areas where traffic is heavy for 
the reason that little time is lost, 
as would be the case if a high-car 
or other device, which would ob- 
struct the track, were used. It can 
be improved upon by painting a ref- 


erence line along the walls of the | 


tunnel for use as a base, instead of 
using the track which can shift in 
position. Periodic checks could then 
be made which would require only 
checking the position of the track 
with the reference line, rather than 
measuring the entire tunnel each 
time. 


Telescopic pole 


By C. F. INTLEKOFER 
Assistant Bridge Engineer 
Great Northern 

Seattle, Wash. 


We have several methods for meas- 


A 


uring tunnel clearance on tangent | 
track. The simplest method is the use | 


of a pole to hoist the end of a tape 
to the arch of the tunnel and making 
the measurement to a straight edge 
laid across the top of rails. A plumb 


bob is held alongside the tape to — 


make certain that it is vertical. The 
measurement, of course, is made 


from the roof of the tunnel to the | 


bottom of straight edge, which is 
the top-of-rail elevation. Horizontal 
measurements are made from the 
center line of track to the various 
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WEED CONTROL SERVICE 


1962 will mark our fiftieth year of service to railroads. This 
means fifty years of practical experience in the development 
and use of weed and brush control chemicals for railroads. 


Today Chipman Chemical Company has the most extensive line 
of herbicides available, including many new chemicals and for- 
mulations, as well as older proven compounds. Equipment has 
been continually modernized through the years to obtain the 
highest efficiency in applying weed and brush killers. 


Our continuous research and development, backed by fifty 
years of experience, offers real assurance of dependability and 
economy. Widespread acceptance of Chipman service is indi- 
cated by the emblems of leading railroads using our chemicals 
and service. 


CHIPMAN CHEMICAL COMPANY, INC. 


Chicago, Ill. - Bound Brook, N. J. « St. Paul, Minn. ° N. Kansas City, Mo. 
Pasadena, Tex. ° Bessemer, Ala. ° Palo Alto, Calif. « Portland, Ore. 


Manufacturers of Chemicals for Railroad Weed Control Since 1912 
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Get Bigger Results... 


with Men Trained in RR Supervision 


Now you can take a big step forward to improve human relations and 
solve operational problems...keep jobs running smoothly and effici- 


ently... with the aid of a carefully developed training program for 
supervisors and for men preparing for supervisory work. 


To meet the growing demand for just such a training program, a brand 
new two-year course in the fundamentals of supervision has been de- 
signed especially for railroad men by the Railway Educational Bureau. 


Here you have a home study course based on a highly specialized series 
of texts covering the latest methods of supervision. The first half deals 
with the human side of supervision; the second with the material side 
(costs, planning, etc.). Designed especially for railroad men, it is pre- 
pared in railroad language, deals with actual railroad situations. 


Railroad executives and department heads now can train designated 
personnel at moderate cost. The intensive two-year course includes 
library and consultation service. Order today or send for more complete 
information and price schedule. 


Opportunity 
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pe 





1809 Capitol Ave., Omaha 2, Neb. 


including cost involv 


obligation. 


Name 


Railway Educational Bureau 


Railway 
Educational Bureau 


Mail this coupon: 


RTS11/61 


( I would like to order the Railway Educational Bureau supervision course for 
en mY en (list of names attached.) Send me full particulars, 


(0 I have not received your free descriptive folder. Please send me one without 


Title 





Company 





Street 


City Zone____ State 
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What's the answer? (cont'd) 





points on the straight edge where 
the tape is held for the vertical meas- 
urements. These two measurements 
—vertical and horizontal—permit th 

plotting of the various points of the 
tunnel roof on cross-section paper . 
clearance diagram. 

Location of the sidewalls is detail 
mined by measuring horizontally j 
the plane of the top of rails from! 
the center line of track to the sides 
walls. All horizontal measurements 
are made from the centerline ¢ 
track and all vertical measurements 
from the plane of top of rails. 

If the tunnel in which clearances 
are to be measured is long, or if the! 
interior surface of the tunnel is ir 
regular, a scaffold, about 7 ft from 
the top of the tunnel arch, permits 
a man to readily hold the end of 
tape on the tunnel roof. The lowe 
end is held on the straight edge on 
top of rails as noted above. 

Some railroads have a clearance 
measuring device mounted on a push 
car or on a converted flat or bag- 
gage car. The device consists of nu- 
merous “fingers” which are held in a 
frame and project toward the tunnel 
walls and arch. These fingers are de- 
flected when they meet an obstruc- 
tion and the clearance data is 
recorded on a chart by a recording 
device or by observers riding on the 
car. 

All of the above methods for meas- 
uring clearances in tunnels on tan- 
gent track may be used on curved 
track. On superelevated track, the 
vertical clearance measurement is | 
made with the straight edge resting 
on the high rail and leveled with a | 
carpenter’s level. The superelevation 
also is measured at the point where 
the vertical clearance measurements | 
are taken and the track station or | 
location in the tunnel is recorded. | 

} 

































If a “clearance car” or measuring 
device mounted on a car is used on 
curved track it takes into considera- 
tion the superelevation of the track 
because the body of the car mounted | 
on wheels slopes with the track. | 

The equipment required for meas- | 
uring tunnel clearances includes | 
steel tapes, a pole about 20 ft long 
(this may be telescoping and made 
of aluminum), a push car with a 
scaffold built on it, or a “clearance 
car” with mounted clearance-meas- 
uring device. 

(Please turn to page 44) 
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FLIP A SWITCH...USE IT IN @ ENGINE @ CABOOSE @ BASE STATION 


Now, new flexibility . . . new time and money savings can be yours when you standardize on Motorola 64/12 
VDC MOTRAC Railroad Radio. Here is the only AAR single-package unit with completely transistorized 
receiver and power supply. No need to change power supply, one radio serves all 64 and 12-volt DC needs. 
Adapter is available for 117-volt AC base station operation without radio modification. 


ee ee SS eee — «- CaM 
MOTRAC radio eliminates the common maintenance problems. No tubes in 


the receiver and no vibrators in the power supply. ® Voltage changeover switch 
is readily accessible to authorized railroad personnel—voltage may be switched 
from outside of housings, yet is protected from inadvertent switching. All 4501 Augusta Bivd., Chicago 51, Illinois 
components are in one “package” with common metering sockets readily Dept. ART 144 
accessible—operation can be tested quickly with present Motorola test equip- 0 Sood ee oma data on 64/12 VDC 
ment. ¢ Polarity protection assures against damage to radio if primary voltage [1] Have railroad representative telephone 
of wrong polarity is applied. * Completely enclosed housing provides maximum for appointment. 
protection from dust, dirt and water. 

For complete operating data, send in the coupon today. 


MOTOROLA COMMUNICATIONS & ELECTRONICS, INC. 
A subsidiary of Motorola, Inc. 


|, ERED eEA RM Te 
LEER MeN Seema Mn coral ALES 


Address Phone 


WWMOTOROLA [= 


64/12 VOC MOTRAC RAILROAD RADIO Same 


MOTRAC is a trademark of Motorola Inc. 
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FOR RAILROAD WORKERS 





ampCars 


ARE A SWEET DEAL FOR YOU, TOO 


CampCars house from 2 to 50 workers on the job 
with all the comforts of home. They are very com- 
forting for you, too, because they eliminate costly, 
time-consuming work crew commuting, high hotel 
bills plus a lot of other monkey business that runs 
into money. 


CampCars will take the roughest cross country travel, 
are available in several floor plans, have proved their 
ability to pay for themselves in one year. 

Full facts plus pictures are available. Drop a line to 


International Car Division, 2485 Walden Avenue, 
Buffalo 25, N. Y. 


INTERNATIONAL CAR DIVISION 


me A Subsidiary of Ryder System, Inc. 


What's the answer? (cont’d) 





Vehicular damage 
to steel span 


If a high truck load strikes a 
short (25-ft) girder span over a 
highway and causes the lower 
flange of the main girder to buckle 
upwards 3 in over a length of 3 ft 
near the center of the span, and 
also tears the 7/8-in flange at one 
end as far back as the toe of the 
main angle, should traffic be 
barred from this span or be al- 
lowed to pass under a slow order? 
What is the best method for re- 
pairing this damage? Explain. 


Frequent occurrence 


By J. L. BEcKEL 
Engineer of Structures 
New York Central 
New York 

The question of damage to an 
overhead railroad bridge by a high 
truck load is timely and of interest 
because of the frequency of such oc- 
currences. We have had a number 
of incidents causing damage to our 
structures, although the damage was 
more extensive than that outlined in 
your question. 

A complete discussion cannot be 
given unless some assumptions are 
made to supplement the information 
given in regard to the girder span. 
First, let me assume that the spans 
are of modern design and stressed 
to 18,000 psi under dead, live and 
impact loading. Under these con- 
ditions, if the outstanding leg of one 
bottom flange angle of the girder is 
torn through, I would permit ordi- 
nary railroad loading to pass over the 
structure at a restricted speed of 5 
mph. 

The incident you describe would 
more likely occur at a structure of 
more ancient vintage which probably 
was designed for E-40 loading or 
less, and stressed under present-day 
traffic to 22,000 to 24,000 psi. The 
damage to the bottom flange angle 
of such a structure would result in 
high stresses under normal railroad 
loading. Under such circumstances, 
I would not permit traffic over the 
structure until a supporting bent had 
been placed under the span to 
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strengthen it for train traffic. 

The method of repair normally 
would be to remove the damaged 
portions of the flange angle and re- 
place in kind, splicing with a new 
angle to the existing flange with 
splice plates or splice angles and 
using high-strength bolts for the new 
connections. Where the damage is 
of such a character, and if good 
structural welders are available to 
the railroad, it would be possible 
to heat and realign the bent portion 
of the flange angle and butt weld 
the angle where it has been torn 
through. 


Use splice plate 


By C. W. Gasrio 
Engineer of Structures 
Norfolk & Western 
Roanoke, Va. 

From your description of the da- 
mage to the lower flange of the gir- 
der near the center of the span, it 
appears to me that about 11 per 
cent of the net flange area has been 
lost. Providing the current traffic 
did not overstress the bridge sub- 
sequent to the accident, the loss in 
flange area would increase the unit 
tensile stress to about 22,000 psi, 
which I do not consider too close 
to the elastic limit. 

Also, I assume that the remaining 
portion of the flange which has buck- 
led upwards has not been fractured. 
This being true, I would not hesitate 
to allow traffic to pass, under a slow 
order, over this span until it could 
be repaired. Consideration should al- 
so be given to the fact that there is 
generally less stress produced in the 
girders by the use of diesel locomo- 
tives than was formerly produced by 
steam locomotives. 

In repairing the girder, I would 
heat the bottom flange and attempt 
to straighten the buckled portion as 
much as possible. Because the bot- 
tom flange is in tension, I believe 
a splice plate should be welded in 
the bosom of the flange angle to com- 
pensate for the area lost. This plate 
should extend a sufficient distance 
on either side of the tear to develop 
the plate. I do not believe it would 
be feasible to weld the splice plate 
on the underside of the flange, as it 
would encroach on the underclear- 
ance which, it is apparent, is already 
close. 

(Please turn the page) 
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Lay steel with less manpower 


{Ue RACINE 
Rail Drill a Saw 


Cuts rail, drills three holes at same time 


Whether you lay ribbon or jointed rail, you’ll 
speed your steel gang and save at least 2 men 
with new Racine Rail Drill& Saw. This all- 
in-one, self-propelled machine saws and drills 
rail for insulated joints and turn-outs, fast and 
true... semi-automatically. Here’s how: 


Operator drives the Drill & Saw to location 
at 20 mph...steps down, and spots machine 
exactly over the cut-mark with push-buttons. 
He lowers the saw hydraulically, turns hand- 
wheel tight, and starts the mist-cooled saw. 
Then gauging precisely from saw-cut, he lowers 
the 3-bit drill, turns another handwheel and 
starts drill. When completed, he re-positions 
machine and accurately drills the other rail-end. 


Joints rail-after-rail identically 


The new 3-bit drill unit may be pre-set to drill 
holes 5144” to 7” centers for any size rail and 
angle bars. It aligns automatically, drills ab- 
solutely true as set. The saw unit is adapted 
from Racine’s proven portable rail saw. Outlets 
provide electricity for impact wrench, bit sharp- 
ener, work lights, grinder, etc. 


For in-track cropping, too 


This machine is basically 
a carriage and power 
plant for electric saw and 
drill units. It is also avail- 
able with longer frame 
and multiple saw and 
drill units to suit your 
needs for in-track rail 
cropping. RR-121 
Write for free information 


and location where you can see 
Racine machines at work, Write to: 





New 3-bit drill available 
separately for on-track op- 
eration from generator set, 
or with gas engine. 


Racine Hydraulics 
& Machinery, Inc. 


Dept L251 Racine, Wisconsin 
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EXOMEY 


HELD WELD RAILS 
FASTER AT LESS COST 


ExOwELD-A major advance in track maintenance: 











oleae OIEIGae deem the new EXOWELD process of 
joining railroad, crane or mine rails by controlled combustion 
dramatically up-grades weld quality and durability. Built-in tempera- 
ture control assures shrinkage-free, crack-free welds with uniformly 
high mechanical properties . . . prevents hard areas in the weld 
which lead to premature failure and uneven wear. Rails tested at 
A.R.E.A. have shown excellent rolling load and slow bend properties. 


Fast EXOWELD permits track to be pre- 
heated, welded, annealed, ground and returned to service in one 
hour. It requires no expensive equipment or skilled labor. EXOWELD 
comes in a convenient, self-contained kit which assures lowest 
shipping and set-up costs. 


Flexible EXOWELD may be used in any 


location. Ideal for fast emergency repairs, welding compromise 
joints, joining shop-welded rail ribbons and track panel sections. 
Composition is custom-tailored to chemical and mechanical 
properties of parent metal. 


Investigate the unique time-and-labor saving advantages of 
EXOWELD for your maintenance-of-way program. Write or call 
for complete EXOWELD technical information today. 





EXO Ae e Y INCORPORATED 


Dept. RT * Maple Avenue + Conneaut, Ohio 






November, 1961 


What's the answer? (cont’d) 





Carrying out track 
inspection today 


The adoption of mechanized 
district gangs requires someone to 
make track inspections. Who 
should do this work? What should 
be his qualifications and how is he 
qualified? What should he look 
for? Should he do any corrective 
work himself? Explain. 


Section foreman rank 


By D. H. Yaze.y 
Assistant Engineer 
Illinois Central 
Chicago 

The adoption of mechanized dis- 
trict gangs or long sections has made 
it imperative that someone inspect 
track at regular intervals. One 
method is to create a special position 
of track inspector who is required 
to make regular assigned inspection 
trips on a light inspection motor car. 

The qualifications of this man 
should be similar to those of a sec- 
tion foreman. It is obvious that a 
man familiar with the track struc- 
ture, etc., be assigned to this posi- 
tion. It is, therefore, logical that 
these positions be filled from ranks 
of section foremen or other equally 
qualified personnel. 

He can make frequent and detailed 
inspection of all turnouts, check ele- 
vation in curves, and observe the 
condition of rail and joints, the gen- 
eral condition of ties, line and sur- 
face, and the condition of highway 
grade crossings, including sight pro- 
tection for motorists. He should be 
watchful for swinging ties, soft spots 
and any other conditions which may 
need correction. He should, of 
course, inspect passing trains. 

Any corrective work would of 
necessity have to be of a type that 
one man can accomplish safely, such 
as replacing bolts and making minor 
adjustments to switches consistent 
with safety. Any corrective work, 
such as removing joint bars, etc. 
which would leave track in an un- 
safe condition, should not be at- 
tempted by one man. He should 
make daily reports of all conditions 
noted. 
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Needs track chart 


By A. N. TuRNQUIST 
Extra Gang Foreman 
Baltimore & Ohio 
Mt. Jewett, Pa. 

The adoption of mechanized gangs 
requires someone to make track in- 
spections. The person to make these 
inspections should be a qualified sec- 
tion foreman, or an extra foreman 
well versed in the maintenance of 
track. 

He should have a good knowledge 
of the district under his jurisdiction, 
and a blue print or chart showing 
the superelevations and run-offs of 
all curves of the track that he is to 
inspect. 

He should be qualified physically 
and also on the maintenance-of-way 
rules and regulations. 

He should look for irregularities in 
line and surface, excessive wear of 
rail, track out of gage, and defective 
rails, such as head-and-web sepa- 
ration and vertical split heads. He 
should inspect culverts and also look 
over cuts for loose rocks and slides. 

He should look for excessive run- 
ning of rail where rail anchors are 
few or not holding, so as not to have 
any buckled track in hot weather. 

He should inspect switches, frogs, 
highway crossings, etc., and report 
all findings to his superiors. 

With a light inspection car and a 
trackman or two he would be able 
to adjust switches, repair insulated 
joints, and replace broken joint ties, 
broken angle bars and loose track 
bolts. 


Biographical briefs 





(Continued from page 12) 


draftsman at Springfield, being promoted 
to building manager at St. Louis, Mo., in 
1952. In 1953 he was appointed architect 
of the Missouri-Kansas-Texas at Denison, 
Tex. Mr. Newman returned to the Frisco 
as assistant architect on June 1 of this 
year. 


L. L. Whetzel, 24, who was recently 
promoted to assistant engineer of 
structures on the Missouri-Kansas-Texas 
at Denison, Tex. (RT&S, July, p. 10), was 
born at Parsons, Kan., and received his 
higher education at Parsons Junior Col- 
lege and through a correspondence course 
in structural engineering. He entered the 
service of the Katy in 1957 as a chain- 
man at Parsons. Mr. Whetzel was pro- 
moted to draftsman at Denison in 1958 
anl architectural draftsman in 1959. He 
was serving in the latter capacity at the 
time of his recent promotion to the position 
of assistant engineer of structures. 
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Field Replacement of Hose Lines Keeps 
Maintenance Equipment on the Job 


FOR THE B&O RAILROAD COMPANY 


Pa" “ 


One of the large machines used on the job is this Kershaw Undercutter 





which uses 350 Aeroquip Hose Assemblies, totalling 500 feet of hose. 





Aeroquip Reusable Fittings can be used over 
and over for substantial savings in future 
replacements costs. 





A field assembled Aeroquip Hose Line is 
installed on a Fairmont spike puller. 


The Baltimore and Ohio Railroad 
Company recently undertook the 
project of cleaning, repairing and 
lowering the railbed of a 60-mile 
stretch of track. The company used 24 
pieces of maintenance-of-way equip- 
ment. Among these were seven large 
machines leased from the Kershaw 
Manufacturing Company. 

To keep the machines moving 16 
hours a day, a maintenance truck was 
assigned to the job site. When hose 
line replacements were needed, 
assemblies of Aeroquip Hose and Re- 
usable Fittings were made up on the 
spot using ordinary hand tools. This 
procedure reduces downtime for hose 
line replacement to a bare minimum. 

For dependable service and quick, 
easy maintenance, use Aeroquip Fluid 
Lines for all types and makes of equip- 
ment. Call your Aeroquip Distributor 
or write us for details. 


mS 





==~\eroquip 


AEROQUIP CORPORATION « JACKSON, MICHIGAN 


INDUSTRIAL DIVISION 
INDUSTRIAL PLANTS: VAN WERT, OHIO; BURBANK, CALIFORNIA; 
DALLAS, TEXAS; PORTLAND, OREGON; CRANBURY, NEW JERSEY 
in Canada: Aeroquip (Canada) Lid., Toronto 19, Ontario 


ip G.m.b.H., Baden Beden-Oos 


AEROQUIP PRODUCTS ARE PROTECTED BY PATENTS IN U.S.A. CANADA AND ABROAD 
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SPLELO SWUNG 


: MODEL 441 
Developed and Built 
for Railroad Maintenance 


180° BOOM SWING 
Does All Jobs! 
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e Track Cleaning Bucket Pile Hammer 
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Optional Equipment 
Flanged Wheels, Hydraulically Controlled 
Gas or Diesel Engine 
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To the editor 


Thinks our September 
issue was ‘one of the best’ 


Milwaukee, Wis. 





To THE Epiror: 

Perhaps I am prejudiced because we 
are well represented in the issue but to 
me the September issue of Track and 
Structures is one of the best you have 
had for some time. I have not read all of 
it yet but the articles all seem to be on 
good solid timely subjects. Also, your 
“What’s the answer?” column has a num- 
ber of quite lengthy but pertinent an- 
swers from people of considerable stature 
on their lines. 

As an advertiser, it is quite important 
to us not only to know who our custom- 
ers are who read a magazine in which 
we advertise, but it is equally important 
for us to know that they read it, use it, 
and are interested in it. Your “What’s the 
answer?” section is, to me, good evidence 
of the interest your readers have in your 
publication. 

I think our two-page spread on pages 
16 and 17 is one of the best and eye- 
catching ads our people have come up 
with in a long time. I hope you agree. 

W. B. Blix 

Vice President 

Railway Equipment Division 
Nordberg Manufacturing Company 


Calls attention to error 

in article on concrete ties 
Weston, Ont. 

To THE Epiror: 

I read with great interest your “Prog- 
ress report” on concrete ties in the United 
States and Canada in the September is- 
sue. One small error appeared to have 
slipped in the description of the RS tie. 
You state that the “base dimensions of 
the blocks are 11% in by 20 in.” The 
correct dimensions are 11% in by 29% in. 

J. L. Harmsen, P. Eng. 
Wm. C. Duncan Limited 


Local purchases 


(Continued from page 30) 





swers to another question indicates 
that it also is the general opinion 
that local suppliers can deliver ma- 
terials to the job site quicker than 
our own railroad facilities can. Also 
interesting is the fact that 47 per 
cent of those answering the question- 
naire indicated that bridge and 
building employees are presently 
purchasing building supplies locally 
without purchasing department ap- 
proval. 

The most interesting question pro- 
pounded and its answers, in the opin- 
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Officials inspect simplicity of operation of Big-Boy Conversion Unit on International 
BC-184 truck with hydraulic crane dump body and removable crew cab. This unit is one 
of three recently placed in service in Canada. 


BIC-BOY FAP AMACONVERSION UNIT 


TRAVELS OVER RAIL OR ROAD 


Moves Heavy-Duty Equipment 


Heavy vehicles, equipped with Big Boy Rail-Road Conversion 
Units, save time and labor costs by getting men and machinery 
to and from job sites. The Big Boy has proved itself in actual 
operation in such diversified applications as: 


@ B&B Gang Trucks 


(with crane and hydraulic power) 
Five yd. Transit Mix Trucks 
Car Wheel Change Trucks 
Six yd. 3-way Dump Trucks 
3,000 gallon Sprayer Trucks 


(for on and off rail weed and brush control) 


The Big Boy’s 8-wheel design with bogey-wheel action assures 
maximum rail safety. In rail use the Unit assumes the normal 
outside dual tire loading. Through full hydraulic action, it 
quickly converts to either rail or highway use. The Unit mounts 
on most truck models under 48,000# GVW. It is available as a 
complete unit, including the truck of your choice or for mount- 
ing on your truck in your own shop. 


Now—a new SPECIAL Big-Boy Unit for cranes and 
other king-sized truck mounted machinery having 
on-rail weights up to 72,000#. 

Send us your problem . . . This may be the answer. 


CANADA: 


Sylvester Distributors Ltd. 
Kent at Victoria 

Lindsay, Ontario 

EXPORT: 


1021 FRUIT STREET 2200 WEST 75TH STREET Electric Tamper Export Co. 


SANTA ANA, CALIFORNIA PRAIRIE VILLAGE, KANSAS Chicego @ Iihnets 
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Local purchases (cont'd) 





ion of your committee is, “Would 
you, as an official of your railroad, 
recommend that bridge and building 
materials be delivered to the job 
site by purchase from local sup- 
pliers?” The answers: Yes—82 per 
cent. No—15 per cent. Undecided— 
3 per cent. 

Again from this it can be readily 
seen that the majority of the mainte- 
nance of way officials on our rail- 
roads feel that substantial savings 
can be made by purchases which 
specify job-site delivery. 

We would like to point out that 
this report has been written with the 
express exclusion of heavy bridge 
timbers, which includes treated 
bridge members. This type of bridge 
material was not included in this re- 
port as the type of material does 
not lend itself to being available to 
local suppliers for job-site delivery. 


Products 





(Continued from page 32) 
For pinpointing trouble .. . 


Hydraulic tester 


HYDRAULIC system problems, it is said, 
can be pinpointed in a matter of minutes 
by using a compact, low-cost, portable 
instrument designated the Hydra-Sleuth. 
Weighing about 20 lb, this instrument is 
for on-the-job use in finding hydraulic 
trouble in systems operating up to 3000 
psi. It incorporates flow, pressure and tem- 
perature gauges and a load-valve for use 
in any positién on hydraulic equipment. 
The flow gauge reads directly in gallons 
per minute, with two scale ranges: 0 to 10 
gpm, and 6 to 30 gpm. The scale is said 
to be calibrated for easy reading in both 


“IT CAN'T BE OVERDRIVEN 
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low and high gpm ranges. The pressure 
gauge indicates loads up to 3000 psi and 
the temperature gauge records from 20 to 
240 deg. A high-strength aluminum block, 
measuring 5 in by 6 in by 8 in, serves as 
case and manifold for gauge porting and 
mounting. Schroeder Brothers Corporation, 
Dept. RTS, McKees Rocks, Pa. 
(Circle 205 on TIME-SAVER card, page 49) 





Drill and chip with... 


Power hammer 


DELIVERING about 2500 blows per 
minute, the new Ingersoll-Rand Model 
H541U electric power hammer can be 
used for roughing and breaking up con- 
crete, chipping scale, rust or weld spatter, 
driving self-drilling anchors, pointing up 


stonework and peening rivets. Weighing 
115% Ib without the cable and 12% lb with 
the cable,-the unit is 15% in long, 81%, 
in high and % in side to center at the 
barrel. It will take drills up to 14% in, in 
diameter. 

The motor is rated at 5.0 amp and op. 
erates on standard 115-v ac or de current. 
The nylon trigger actuates an enclosed, 
unit-construction switch which is designed 
to keep dirt out. Features claimed for the 
Model H541U include induction-hardened 
helical gears for quiet operation and a 
counter-balanced crank assembly for 
smooth operation. Extra accessories include 
special drills and chisels, carrying case, 
tool retainer, dust shield, drill adapter, 
adapter handle, handle sleeve and drift. 
Ingersoll-Rand Company, Dept. RTS, 11 
Broadway, New York 4. 

(Circle 206 on TIME-SAVER card, page 49) 





Apply invert herbicide . . . 


Portable weed sprayer 


A PORTABLE hand-gun spray unit for 
applying invert-type herbicide for brush 
and weed control has been developed, 
and is said to project a spray up to 50 ft. 

The unit weighs approximately 100 lb 
and may be transported and operated from 
a pick-up truck without anchoring. It is 
powered by a 74-hp air-cooled gas engine 
which pumps water from one drum and a 
special chemical formula from another to 
a nozzle where the components are in- 
timately mixed to form a_ water-in-oil 
emulsion. This emulsion is a mixture of 
water, non-aromatic oil and herbicide to 
which a surface-active agent, an emulsifier 
and sticking agent have been added. Dual 


THE IMPROVED* 


GAUTIER 


RAIL ANCHOR 


Can’t be overdriven, can be applied with sledge, maul, or 
machine. Reusable on old or new rail. Next time 
you buy Rail Anchors, insist on the real thing— 
the Improved Gautier.® 


MID-WEST FORGING & MANUFACTURING CO. 


General Offices: 38 So. Dearborn St. * Chicago 3, Ill. + Mig. Plant * Chicago Heights, Ill. 
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triggers on the hand-spray unit have self- 
locking devices for obtaining a constant 
spray. The manufacturer states that pin- 
point accuracy of the mayonnaise-like 
spray eliminates the possibility of drift. 
Stull Chemical Company, Dept. RTS, 3400 
Nacogdoches Road, San Antonio, Tex. 
(Circle 207 on TIME-SAVER card, page 49) 





New plastic liners for... 
Water coolers 


AVAILABLE in 2, 3, 5 and 10-gal sizes, 
a new line of Horton water coolers has 
been introduced in which the units are 
equipped with plastic liners. The outer 
wall of the coolers consists of galvanized 
corrugated steel to which lightweight ure- 
thane foam insulation has been applied 
on the inside. The new plastic liner for 
holding liquids is seamless and is made 
from high-density polyethylene. The lin- 
er is equipped with a recessed spigot, also 
made of molded plastic. The spigot is 
replaceable and eliminates heat transfer 
from within the cooler. Advantages 
claimed for the new liner include better 
sanitation, freedom from taste or odors, 
high temperature resistance and _ replace- 
ability. In addition, plastic-lined coolers 
are stated to be over 20 per cent lighter 
than metal-lined coolers and to be twice 
as efficient in maintaining hot or cold 
liquids. A lid retainer rope is provided. 
Horton Products, Inc., Dept. RTS, Mem- 
phis 18, Tenn. 
(Circle 208 on TIME-SAVER card, page 49) 


* 
Bond masonry with . . . 


New adhesive 


A NEW reinforced-resin adhesive, known 
as Adopox, is available for bonding gran- 
ite, limestone, marble and other decora- 
tive material to the facades of buildings. 
Adopox is a two-part thixotropic com- 
pound which incorporates a new polymer, 
known as Structoweld, to provide high 
bonding power. The manufacturer states 
that the material is capable of filling %-in 
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NOW ... 


Cut MIW costs to the bone 


by Lease or Purchase of 





MANNIX “Auto-Track” Equipment 


Any R.R. crew can easily be trained to operate the simple, re- 
liable MANNIX “Auto-Track” equipment. By having it available 
at all times, through lease or purchase, your maintenance work 
can be scheduled for maximum efficiency and economy. You 
can rehabilitate more miles of track with fewer men using 
MANNIX “Auto-Track” equipment. 








Only one man and the Auto- 
Track operator are needed 
to position the Plow or Sled 
under the track or to take it 


out. 


Aligning unit keeps track in 
alignment behind both Plow 
and Sled. Worn ties are 
knocked off by hydraulic 
hammers, ejected to one 


side automatically. 


Over 6000 miles of track rehabilitated on 33 railroads has 
proved that the Mannix Method saves money and time. 


For full details or to ar- 
range a showing of op- 
erating films write, wire 
or phone TODAY. NO 
OBLIGATION. 


INTERNATIONAL, INC. 
Box 7485, Minneapolis 22, Minnesote 
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IN STOCK 


PRESTRESSED Concrete 


PILING 
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S-T-R-E-1-CH 


Your Maintenance of Way 


BUDGET DOLLARS 


By Using 


Ballast Cleaning Service 


Rail Grinding Service 


Our contract arrangement for these services obviates 
the necessity for any capital investment on the part 
of the Railroads and protects them as to cost for 
this type of work. 


We have been servicing the Railroads contents 
for over 45 years and have yet to lose a customer. 


THERE MUST BE A REASON FOR THIS 


Sut Vek the Radwoads 
That fwe used wel 








FRANK SPENO RAILROAD BALLAST CLEANING CO., INC. 


Clark Street 306 North Cayuga St 
East Syracuse N Y Ithaca, N Y 
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to 1%4-in gaps between decorative ma- 
terial and concrete or brick walls without 
sagging and that the balanced resiliency 
of Adopox makes it compatible with a 
wide variety of materials having different 
coefficients of expansion. 

The new adhesive has a recommended 
working pot life of 2 hr and can be 
applied in the field by a trowel. Installa- 
tions can be made in any climate and 
in damp, humid weather, according to 
the manufacturer. It is claimed that gran- 
ite blocks are held firmly in place within 
4 hr after the adhesive is applied. Bonds 
made with Adopox are stated to be strong, 
resilient and chemical resistant. Adhesive 
Products Corporation, Dept. RTS, 1600 
Boone Ave., New York 60. 

(Circle 209 on TIME-SAVER card, page 49) 


Supply trade news 





AEROQUIP CORPORATION—O. L. Adkins, 
railroad sales engineer at Chicago, has 
been promoted to products manager, rail- 
road sales, with headquarters remaining at 
Chicago. In his new position, Mr. Adkins 
will continue to supervise sales of the 
Marman line of clamps and Flexmaster 
pipe couplings and, in addition, will super- 
vise sales for all other Aeroquip railroad 
products, including the automatic fueling 
unit, flexible hose lines with detachable, 
reusable fittings and self-sealing couplings. 


WILLIAM E. GADD—Mr. Gadd has opened 
offices at 575 Main St., Chatham, N. J. 
for the purpose of serving the railroad 
supply industry as sales engineer and 
consultant. Mr. Gadd formerly was vice 
president of the Rail Joint Company. He 
also has served as manager of the Vapor- 
Drying process of Taylor-Colquitt Com- 
pany and assistant to the president of the 
American Creosoting Company. 


SILENT HOIST & CRANE CO.—Edwin G. Holl 
has been appointed railroad sales-represen- 
tative for the Philadelphia district. 


Obituary 


John S. Penney, 71, president of the 
T. J. Moss Tie Company, St. Louis, Mo., 
died suddenly on September 19. Mr. 
Penney was born at St. Louis and gradu- 
ated from Westminster College in 1912. 
Since that time he has been connected 
with the wood-preserving industry, serving 





Classified Advertisement 








FOR SALE 


Model 15 Burro Crane, overhauled, in 
good condition. Available at once. 


Wm. A. Smith Contracting Co., Inc. 
1401 Fairfax Trafficway 
Kansas City, Kansas AT 1-6370 
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THE FULL STORY OF A 


TPC SET-OFF 


PATENTED 





Shown here is the complete set off operation. 


The TPC Set-Off is sturdy, reliable, and has been proven 
through years of service by many major railroads. 


Not shown here is the portability and ease with which the 
TPC Set-Off is placed into operation. It takes 2 men 
only 10 minutes to set the set-off ready to receive the 
maintenance of way machines. 


Take a good look at this time and labor saving set-off 
and write for further information. 





BEFORE 





TRANSPORT PRODUCTS CORPORATION 


3008 MAGAZINE ST. 














introducing industry’s 
nares) @xeve) pn) 8y-[ermclOualemal--\ayee lela, 
air-cooled engine 





The new and amazingly 
compact air-cooled V-4 is 
precision-built for trouble- 
free operation in severe ap- 
plications. And it’s designed 
to save you money as soon 
as you specify it for your 
mechanized m/w equip- 
ment or operation. 
Weighing only 521 Ilbs., 
the new V-460D requires 
less structural steel to sup- 
port it. Thus you can get 
equipment that is lighter 
and easier to handle — has 
greater payload and work 
capacity —and costs less to 
own, operate, and maintain. 
Valve-in-head design and 
higher compression bring 
you greater fuel economy 
with regular gasoline. They 
provide cooler and more 
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LOUISVILLE 11, KENTUCKY 


NEW 60-Hp Wisconsin 
MODEL ABOD Wetvenn-neao 


DESIGN 


efficient engine performance 
and simplify upkeep. 

A center main roller bear- 
ing and tapered roller main 
end bearings absorb all 
thrusts. Stellite-faced ex- 
haust valves and positive 
rotators extend valve life up 
to 500%! Other long-life 
features include controlled 
pressurized lubrication, 
high-temperature safety 
switch, and added air-clean- 
er protection. Electric start- 
ing is standard. 

Check out all the benefits 
the V-460D offers you. Then 
specify it for your m/w 
equipment or operation re- 
quiring dependable power 
up to 60 hp. Send for free 
Engine Bulletin S-282. 
Write to Dept. R-21. 


WISCONSIN MOTOR CORPORATION 
MILWAUKEE 46, WISCONSIN 
World's Largest Builders of Heavy-Duty Air-Cooled Engines 


R-357 
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SAVE 
EXPENSIVE 
BRIDGE 
REPLACEMENTS 


Investigate 
LOW-COST OSMOSE 
IN-PLACE TREATMENT 


Chances are, some of your wooden 
bridge structures now scheduled for 
replacement can be treated for 
many more years of safe, dependable 
service. The answer to this budget- 
saving opportunity is the new 
Bridge Inspection and Treatment 
Service developed by Osmose Wood 
Preserving experts. 


Experienced supervisors conduct all 
inspection... locate even the most 
remote decay and _ insect-infested 
spots, including hollow heart, 
groundline and drift pin trouble 
areas. Using modern wood preserv- 
atives and spraying methods, all 
timber receives thorough top to bot- 
tom coverage, plus groundline exca- 
vation and treatment. 


Now, a new wood replacer compound 
that forms a continuous bond with 
wood is available to fill voids and 
weak surface areas for added 
strength and new safety. 


Let Osmose review your bridge 
replacement schedule. The savings 
on one bridge alone will more than 
pay for the normal inspection cost. 
Call or write: Bridge Inspection 


and Treatment Division, Osmose 
Wood Preserving Co. of America, 
Inc., 989 Ellicott St., Buffalo 9, N. Y. 
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with the Kettle River Treating Company 
and Central Creosoting Company prior to 
joining the T. J. Moss Tie Company in 
1920. Mr. Penney was a past president of 
the American Wood Preservers Association, 
being elected president in 1931. 


Association news 





Mississippi Valley 
Maintenance of Way Club 


The next meeting of the club will be 
held on November 13 in the Louis IX 
Room, Fred Harvey’s, Union Station, St. 
Louis. Principal speaker will be the district 
engineer, U. S. Corps of Engineers, St. 
Louis, who will discuss “Flood Control 
Work on the Mississippi and Missouri 
Rivers in the St. Louis Area.” The social 
hour will commence at 5:30 pm. Dinner 
will be served at 6:30. 


Northwest Maintenance 
of Way Club 


The November meeting of the club will 
be held on the 16th at Coleman’s Res- 
taurant, Ford Parkway, St. Paul, Minn. 
Principal speaker will be J. F. Beaver, 
chief engineer, system, Southern, who will 
discuss that road’s method of laying con- 


tinuous welded rail. He also will present | 


a motion picture to illustrate the method. 
Dinner will be served at 6:30 pm, pre- 
ceded by the usual social hour. 


Maintenance of Way 
Club of Chicago 


The second meeting of the current sea- 
son will be held on November 20 at the 
Midland hotel, 172 W. Adams St., Chi- 
cago. Principal speaker will be Virgil E. 
Gunlock, chairman of the board, Chicago 
Transit Authority. Mr. Gunlock will give 
his views on handling the growing trans- 
portation problem in Chicago. As usual, 
the social hour will commence at 5:30 pm, 
with dinner starting at 6:30. 


Nominations announced 
for new AREA officers 


As reported in the October issue, the 
Nominating committee met at Chicago 
on September 18 and nominated a slate 
of officers to be elected at the 114-day 
annual meeting next March. C. J. Code, 
assistant chief engineer-staff, Pennsylvania, 
Philadelphia, Pa., now senior vice presi- 
dent of the association, was nominated 
as president. T. F. Burris, chief engi- 
neer, system, Chesapeake & Ohio, Hunt- 
ington, W. Va., was nominated as junior 
vice president. L. A. Loggins, chief engi- 
neer, Southern Pacific Lines in Texas and 
Louisiana, Houston, Tex., now junior vice 
president of the association, automatically 
will be advanced to senior vice president. 


| 
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The directors nominated (four to be 
elected) are: 

C. E..Defendorf, chief engineer, New 
York Central, New York; T. B. Hutche. 
son, chief engineer, Seaboard Air Line, 
Richmond, Va.; W. L. Young, chief engj- 
neer, Norfolk & Western, Roanoke, Va.; 
A. S. Krefting, chief engineer, Soo Line, 
Minneapolis, Minn.; D. T. Faries, chief 
engineer, Bessemer & Lake Erie, Greep- 
ville, Pa.; John Ayer, Jr., chief engineer, 
Denver & Rio Grande Western, Denver, 
Colo.; C. Neufeld, engineer of bridges, 
Canadian Pacific, Montreal, Que.; and 
D. V. Messman, assistant to chief engi- 
neer, Southern, Washington, D. C. 

For members of the Nominating com- 
mittee (five to be elected): 

J. J. Schmidt, assistant director research, 
Denver & Rio Grande Western, Denver, 
Colo.; A. L. Sams, principal assistant en- 
gineer, Illinois Central, Chicago; E. M. 
Hastings, Jr., wire crossing engineer, sys- 
tem, Chesapeake & Ohio, Richmond, Va.; 
J. F. Beaver, chief engineer, Southem, 
Washington, D. C.; P. D. Brentlinger, 
forester, Pennsylvania, Philadelphia, Pa.; 
B. B. Lewis, professor of railway engi- 
neering, Purdue University, Lafayette, 
Ind.; F. N. Beighley, roadway engineer, St. 
Louis-San Francisco, Springfield, Mo.; 
L. C. Collister, manager, Tie and Timber 
Treating Department, System, Atchison, 
Topeka & Santa Fe, Topeka, Kans.; S. E. 
Tracy, superintendent work equipment, 
Burlington Lines, Chicago; and F. A. Hess, 
maintenance of way engineer, Indiana 
Harbor Belt, Hammond, Ind. 
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MORE MONEY! 


LEARN SUPERVISION 


by proven home study methods at 
) low cost from a 48-year old institution. 


»SEND THIS COUPON TODAY 
) THE RAILWAY EDUCATIONAL BUREAU 


1809 CAPITOL AVENUE, OMAHA 2, NEBR. 
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>  ([) Railway Supervision 

> [) Locomotive Electrician 

' [_] Locomotive Machinist 

> CO Car Inspector ) 
, [] Railway Signaling { 
oO Other , 
> Name ] 
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RR Job. 

D Address. 
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City _Zone___ State — 
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ADJUSTABLE SPRING BRACES 








Standardize and reduce mainten- 
ance costs with TAYLOR-WHAR- 
TON ADJUSTABLE SPRING 
BRACES. 


Rugged and compact, this brace 
consists of three simple parts: 
cast steel wedge, a backing block 
of the same material and a high 
tensile spring. 


The only self-locking adjustable 
brace — nut, bolt and washer free 
— which can be tightened in a 
matter of seconds with a track 
maul or similar tool. 


TAYLOR-WHARTON CO.— WEIR KILBY CORP. 


DIVISIONS OF HARSCO CORPORATION 
CINCINNATI 12, OHIO 


pk panwiece BY THE ACT OF AUGUST -* Be 4 NOLAN TOOL & SUPPLY CAR 


HE ACTS OF MARCH 3, 1933, JULY 
on U1 1960, a Stat. 208) SHOWING THE OWNERSHIP, MANAGE- 


o 
ENT, AND CIRCULATION of Railway Track and Structures published on the ob— 
monthly at Pontiac, Illinois for November, 1961. 


1. The names and addresses of the publisher, editor, managing 
editor, and business eee are: Publisher, Robert G. Lewis, Eg 
Church St., New York 7, N. Y.; Editor, Merwin H. Dick, 79 W 
Monroe St., Chicago 3, Ill.; Associate editor, R. E. Dove, 79 Ww. 
Monroe St. Chicago 3, IIL; Ge ‘a ~ Manager, Duane C. Salis- 
bury, 30 Church St., New York 7 





The owners are: Simmons- Boardman Publishing Corp., 30 
Church St., New York 7, N. Y. Stockholders of one per cent or 
more are: james G. and I .ouise Lyne, 30 Church St., New York 7, 
N. Y., Arthur J. McGinnis, 30 Church St., New York 7, N. Y., 
Joseph or Katherine Sanders, 2909 Maple Ave., Dallas 4, Texas, 
_ R. Thompson, 79 West Monroe St., Chicago 3, Ill, Mrs. E. S. 
enton, c/o Russell & Russell, 41 E. 42nd St., New York Ee» Ie. oe 
J. Streicher & Co., 2 Rector St., New York 4, N. Y. Partners of . 
Streicher & Co. are: Joseph Streicher, Jack L. Streicher, Rm 
Streicher, Judson Streicher, all of 2 Rector St., New York 4, | 
Morton. & Co., c/o Marine Midland Trust Co., 120 Broadway, “ie | 
or’ N. Be 


3. The known bondholders, mortgagees, and other security holders | 
owning or holding 1 per cent or more of total amount of bonds, 
mortgages, or other securities are: None. 





4. Paragraphs 2 and 3 include, in cases where the stockholder or 


| » e 
security holder appears upon the books of the company as trustee or 
in any other fiduciary relation, the name of the person or corpora- } WwW, ere ver e jo 4W$é 
tion for whom such trustee is acting; also the statements in the 


two paragraphs show the affiant’s full knowledge and belief as to 





the circumstances and conditions under which stockholders and Many places one your oe 
security holders who do not appear upon the books of the company of way are impossible to = 
as trustees, hold stock and securities in a capacity other than that truck. The Nolan Tool & Sup- 
of a bona fide owner. y Car enables you to get there 
quickly, easily, en 
The average number of copies of each issue of this publication oa oleae aes steel 
sole or distributed, through the mails or otherwise, to paid sub- construction fer teoubletvas sore- 
scribers during the 12 months preceding the date shown above was: ice. The deck is heavy mesh- 
(This information is required by the act of June 11, 1960 to be exponded steel, Removable handle 
included in all statements regardless of frequency of issue.) 6,703. a he uel ot either end. Ball 
bearing cast steel wheels. 
MERWIN H. DICK, Editor Platform Size 48” x 45” NOLAN Teel and $ ie tow ar eatily 
oe to and subscribed before me this 29th day of September, Welekt'140 Ibe. to aaa tea erouk te 
[SEAL] ELAINE R. NARDI. Not Publi FREE complete NEW catalog shows entire NOLAN railway supply 
SEAL AID . Ni , Notary Public 


line. 
(My commission expires April 25, 1964) 








THE NOLAN Co., 166 Pennsylvania St., Bowerston, Ohio 
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On the line, in the yards, or Stores Department—a Burro does the 
job fast, efficiently, and profitably. Fast travel speeds and heavy 
draw bar pull enable the Burro to go to the job in a hurry—and 
even haul its own cars with it. Once on the job, the Burro wastes 
no time getting the job done with hook, magnet, tongs, bucket 
or dragline. 


CULLEN-FRIESTEDT CO. 


1301 S. Kilbourn Ave. @ Chicago 23, Illinois 
Represented in Canada by: 


SYLVESTER STEEL PRODUCTS CO., LTD. 
LINDSAY, ONTARIO 


Burro Crane, with threader 
suspended from boom of 
the crane to guide the rail, 
shifting new welded ail 
from the shoulder to the 
center of track. 


Model 40 Burro Locomotive 
Crane Ditcher with long dig- 
ging radius to permit start- 
ing ditch ample distance 
from track. This Model 40 
Burro not only digs ditch 
and loads both near and far 
ends of cars, but also hauls 


‘ 4 its own cars with its own 
Te ing power. 





‘ a ae SN te oe wm 
Write for Bulletins and more information about Burro Cranes 
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MAINTENANGE-OF-WAY EQUIPMENT 


4 M&S GREASE-TYPE RAIL LUBRICATOR : : ae 


Here is today’s most effective and lowest cost no wiping bars or special rail needed, no valves or drive are always submerged in grease . . . plunger 


method of reducing track wear. The rugged M&S 
Rail Lubricator can be installed quickly and simply 
without shims of any kind and is held in position 
with clip bolts. Four applicators 26" apart distrib- 
ute grease evenly and continuously along the rail— 


drilling of rail required. 

The heat-treated, high carbon-high chrome tool 
steel blades are easily removed in track for clean- 
ing and can be replaced inexpensively. All moving 
parts are self-lubricated . . . gear pump and ratchet 


block contains its own reservoir of oil which lubri- 
cates working parts. 

Drive shaft and feed hoses are low to prevent 
stumbling by track men; se 
reliable type drive shaft. 


«MES RAIL ANCHOR 


Made in one piece from heat-treated high carbon 
spring steel bars, the M&S Rail Anchor grips the rail uni- 
formly over large surfaces. Large spring take-up pro- 
vides adequate grip on rails that are reasonably worn 
or that are on low side of the rolling tolerance. Can be 
applied by machine or hand and when installed with 
maul or spike maul, the M&S Rail Anchor can never be 
over-driven; can be applied and reapplied indefinitely 
without loss of efficiency; striking angle is at 45° so 
that a glancing blow cannot hit the rail web. Due to 
large bearing area on top of rail base, possibility of 
damage by derailed wheels is reduced to an absolute 
minimum. Simple to install, the rugged M&S Rail 
Anchor provides large bend radii where high tensile 
stresses are encountered. In addition, it does not ex- 
tend too far into ballast— only 1%" below base of rail. 


4&24M&S SWITCH POINT PROTECTOR 


The rugged Switch Point Protector is quickly in- 
Stalled by means of simple clip bolts—no holes to 
drill because existing holes in switch point and re- 
inforcing bar are utilized. Replaceable protector 
blades, made of alloy steel and heat treated to give 


maximum wear hardness, actually cost less than 
welding up switch points and are quick and easy 
to install. The economical Protector can even be 
used on mainline track since it is fastened to the 
switch point and clears wheel flanges when point 


is open. There is no load against opposite point; 
that is, it does not throw opposite wheel flange 
against opposite point. The M&S Switch Point 
Protector fits right or left hand switches: available 
for Interlocking or Power Switches. 


AMERICAN CAR AND FOUNDRY DIVISION 


SALES OFFICES 


ACF INDUSTRIES, 


CHICAGO 


750 THIRD AVE., N.Y.17, N.Y 


WABHINGTON. O.C 


American Car and Foundry Division 
ACF Industries, Inc. 


NEW YORK s+ * BAN FRANC'!SCO 


CLEVELAND + ST. LOU'S * HUNTINGTON. W. VA. * BERWICK, PA. * MILTON, PA 


750 Third Avenue, New York 17, N.Y. 


Please forward literature regarding: 


AMERICAN CAR 


AND FOUNDRY 


DIVISION 


ACF INDUSTRIES 


NAM 
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GREATEST ADVANCES YET 
IN WEED AND BRUSH CONTROL 


“gives 8 to 18 months control 
of weeds and brush! 


iad WRO 


General Chemical presents UROX and URAB—revo- 
lutionary new herbicides that enable you to control 
both weeds and deep-rooted brush faster, longer and 
more economically than ever before. 


New liquid UROX is the first liquid substituted urea- 
type herbicide developed for railroads. It’s fast-acting 
. .. burns back annual and perennial grasses as well 
as broadleaved weeds within 12 hours after applica- 
tion, regardless ‘of weather. It’s long-lasting . . . just 
one application wipes out weeds for 8 to 18 months. 
Effects are cumulative, too! Control can be con- 
tinued economically year after year with small 
“booster” doses. 


New liquid URAB—the bulldozer of weed killers—is 
an exclusive development of General Chemical. Un- 
like other herbicides, URAB is soluble in water, giving 
it a unique ballast and soil-penetrating action that 


* knocks out roots of brush, 
briars and weed trees! 


in URA 


enables it to reach and kill the roots of tough, deep- 
rooted brush, briars, and weed trees. 


UROX and URAB weed killers are ideal for railroad 
spray trains. They won’t settle out . . . don’t need con- 
tinuous agitation . .. won’t clog spray nozzles. Liquid 
UROX can be mixed with fuel oil, diesel oil or ordi- 
nary weed oils. Liquid URAB is completely soluble 
in oils or water. Both are available in granular form, 
too, for controlling weeds and brush in railroad yards, 
on spurs and sidings, around storage depots and other 
railroad installations. 

For complete information on revolutionary, new 
UROX and URAB weed killers, phone or write the 
nearest General Chemical office. 
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*Trademark of Allied Chemical Corporation 


GENERAL CHEMICAL DIVISION 
40 Rector Street, New York 6, N.Y. 





